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RAILWAY DEVELOPMENT IN THE SOUTHWEST*
By WILLIAM S. GREEVER
HE FiRST railways through the Southwest were born of
.
the American dream of a transcontinental railroad. As
early as the i830's some people envisioned such a link between the established East and the undeveloped West. About
1845 a Yankee tea merchant, Asa Whitney, returned from
two years in China, filled with enthusiasm for the railroad
project. Hefelt especially its importance in securing a larger
share of the lucrative, expanding Oriental trade. His boundless enthusiasm aroused much interest among Congressmen,
but his casual attitude 'toward practical engineering difficulties distressed them and his request for a. federal land
.grant to aid in constructing the lipe divided them. They debated his specific proposal for seven years but never accepted
it. During the 1850's the solons discussed many other plans
for a transcontinental line. They were generally agreed there
should be such a line and that the only major city which had
yet arisen on the Pacific Coast, San Francisco, should be the terminal. They judged it inconceivable enough traffic would
ever develop to justify 'more than'one line, so they naturally
were deeply concerned over its precise location. Some southern Congressmen thought it should stick close to the Gulf and
the Mexican boundary, serving an area they felt was hospitable to large plantations and slavery. Some argued for a
route from Lake ,Superior to Puget Sound, tapping what they
believed was destined to become an area of small farms and
free labor. Others advocated a central route, the mos;t dir.ect
to San Francisco, serving also as a westward escape valve
for eager but impoverished farmers. Within each of these
three groups of Congressmen there was much division of
, opinion over the eastern terminal of the route they advocated.
Hardly a city on the Mississippi or west of it was without,
ambitions; towns which now would not be, considered lik~ly
candidates, such as Leavenworth, were then more on a basis

T

• This article is' primarily concerned with railway development in Arizona and New
Mexico.'
.
.
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of equality with today's metropolises and were major contenders. The squabble among the cities was dwarfed by the
quarrel between those who advocated and those who abhorred
the westward expansion of slavery. In the fiery controversy
the southerners adamantly demanded that the transcontinental railroad must be wholly in the south; some northerners as firmly insisted on the northern line but others were
willing to compromise,on that anathema of slaveholders, the
central route. So serious was the deadlock, and so firm the
conviction that never more than one railroad would be built,
that no authorization could be passed through Congress.
However, the famous Gadsden Purchase, valuable as a railway route, was made. Not until the Civil War, with the South
unable to protest what a Yankee Congress might do, were the
Central Pacific and Union Pacific chartered to build between
Council Bluffs and Sacramento.
The theoretical debates of the 1850's over location raised
the question of which was more practicable. To answer it
Cong:ress authorized the so-called Pacific Railroad Surveys
over five possible routes and learned, in 1856, that all were
suitable from an engineer's viewpoint. 1 Along the 32nd parallel, there was a series of explorations. Through southern
New Mexico and Arizona, Lt., Parke i~ 1854 made, a ,hasty
exploration of 27 days across 375 miles; 'the . . n ext year he"
retraced his steps more leisurely aIm confirmed his.'judgment
that the route was practical. In Texas" Capt. John Pope surveyed a 639-mile line in 83 days. In California, Lt. R. S.
Williamson spied out the lay of the land from Benicia to Ft.
Yuma, especially examining Walker's, Cajon and San Gorgonio passes. He concluded, if the railroad was to serve San
'Diego, that San Gorgonio was the only practical route.
Along the 35th parallel, Lt. A. W. Wnipple led a party
from Ft. Smith, Arkansas to California. To Santa Fe he virtually retraced the steps of an 1849 gold seekers' party escorted by Capt. R. B. Marcy; west of the Rio Grande Whipple
went over a region mostly never before explored. From the
river at Isleta to Cajon Pass in California, he laid out a route
1.
143.

G. L. Albright. OfJiciOl Explorati0'n8 jar Pacific Railroads (Berkeley, 1921). 103·
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now almost exactly followed by the Santa Fe Railroad. He
discovered in northern New Mexico and Arizona suitable
passes and west of the Colorado River encountered no obstacles to construction.
Another survey in New Mexico and Arizona was rim more
than a decade later by private enterprise. The Kansas Pacific
contemplated, but never built, a line to southern California.
It hired William J. Palmer in 1867 to lead an expedition over
a possible route from Salina, Kansas, to the Pacific, examining west of Albuquerque both the 32nd and the 35th parallels.
- Palmer reported the southern route the less' desirable. He
thought it had less arable _land and less timber than the
northern. He pointed out that the easier grades in New Mexico and Arizona were more than offset by the very difficult
mountai,ns barring direct entrance into San Diego. He discounted the usefulness of a branch to Guaymas, old Mexico,
because the harbor was too small to handle through traffic.
Palmer recommended the 35th parallel as shorter; as more
accessible from various parts of' the nation and as holding
g,reater potential prospects for originating traffic locally.2
Although Congress in 1862 had granted lan'd and financial
aid for building a transcontinental railroad along the central
route, not until 1866 did it turn to the northern and southern
routes. It then proffered land, but no money, to the Northern
Pacific for a 'line from Lake Superior to Puget Sound and to
the Atlantic and Pacific for 9ne from Springfield, Missouri,
west along the 35th parallel to the Pacific.
The origins of the Atlantic and Pacific lay in a company
named the Southwestern Pacific, organized in Missouri in
1849 to build'to the Pacific Ocean. 3 It accomplished little ,de2. . W. J. Palmer, Report of Surveys Across the Continent in 1867-68 on the ThirtyFifth and Thirty-Second ParaUels for a Route Extending the Kansas Pacific to the
Pacific Ocean at San Francisco and San Diego (Philadelphia, 1869), passim; W. A.
Bell, New Tracks in North America (London, 1870), pasSim.
3. The best authority on the history of the Atlantic and Pacific and Santa Fe railroads is L. L. Waters, Steel Trails to Santa Fe (Lawrence, Kansas, 1950). Previously
James Marshall took Waters' research material and issued a popularized "pot-boiler"
called Santa Fe: The Railroad That Built an Empire (New York, 1945). It 'contains
some details Waters did not use in his own book and omits others, but it must be used
with caution because Marshall wrote with a casual attitude toward accuracy. An older
but still useful and dependable study is G. D. Bradley, The Story of the Santa Fe
(Boston, 1920). There is also W. S. Greever, Arid Domain: The Santa Fe -Railway and
Its Western Land Grant (Stanford, 1954).
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spite a loan from the state of Missouri and a land grant; was
foreclosed and sold to the famous general John C. Fremont.
He renamed it the South Pacific and by 1870 had built from
just outside St. Louis to Springfield. He also played a major
role in launching the Atlantic and Pacific and in 1870 merged
the two companies. He'constructed southwestward through
Missouri into Indian Territory. By 1872 the Atlantic and
Pacific offered service from Pacific, just west of St. Louis,
to Vinita, I. T., 361 miles; it had spent $36,262,322.70 to build
the line. It had surveyed further west, depending heavily on
Palmer's earlier work, and in 1872 filed with Washington
authorities its map of definite location for a line to the Pacific..
Its representatives talked with San Franciscans but secured
no definite commitment of support. IIi 1873 it fell into the
financial hands of its enemies, the promoters of the Texas
and Pacific, and three years later it was bankrupt.
The major difficulty with the Atlantic and Pacific was
that investors refused to put money into so speculative an
enterprise: In Indian Territory white settlement was forbidden and the possibility seemed very remote that the railway
would ever secure title to its land grant there; in Texas there
was no federal land ; and further west there was a-grant but
little prospect of profit for years to come. In 1876 the railway
was sold at foreclosure to a group of bondholders: They re~
organized it as the St. Louis and San Francisco, popularly
known as the Frisco, and eventually developed it into a substantial midwestern carrier. It retained the original Atlantic
and Pacific c~arter, with its authorization to build west andits land grant, but the eagerness of the Frisco to complete the
project was no substitute for money; matters drifted for
awhile.
Meanwhile the Texas and Pacific had emerged as a substantial rivaJ.4 Its origins were in the San Diego and Gila,
Southern Pacific and Atlantic Railroad, organized in San
Diego in 1854 to build eastward to Yuma. It surveyed through
4. L. B. Lesley, "A Southern Transcontinental Railroad into California: Texas and
Pacific versUs Southern Pacific, 1865-1885," Pacific Histoncal Review, V (1936), 52-60;
N. C. WilSon and F. J. Taylor, Southern Pacific: The Roaring Story of a Fighting
Railroad (N~w York, 1952), 63-79. At first the enterprise was called the Texas Pacific,
but shortly the "and" was added.
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Warner Pass and secured the promise of a 10,000-acre land
subsidy, but accomplished nothing further. In 1869 it fell into
the hands of the Memphis El Paso and Pacific Railroad, a
paper road which went bankrupt the :Qext year. Others too
had the same general idea f9r a line; they persuaded Con,..
, gress in 1871 to charter the Texas and Pacific to build from
Marshall, on the eastern boundary of Texas, to San Diego.
They secured the right to earn aland grant of 40 sections a
mile in New Mexico and Arizona and 20 in California, on condition they complete the entire project within 10 years. They
selected Thomas A. Scott, president of the Pennsylvania
Railroad, as head of the T&P. He promptly absorbed the
Memphis El Paso and Pacific and the San Diego and Gila,
South~rn Pacific and Atlantic Railroads. Despite the financial
stringencies of the Panic of 1873, he completed 325 miles of
line in Texas and east of San Diego graded 10 miles without
laying rails.
But money proved so hard to raise that Scott, for the
moment, united the enterprises, but not the corporations, of
the Texas and Pacific and the Atlantic and Pacific. He would
build the T&P through to San Diego; the A&P southwestward
from Vinita, 1. T., 400 miles to a junction with the T&P; and
also lines from Vicksburg and New Orleans to Shreveport.
He would ,use San Gorgonio Pass in California rather than
try to go through the very rugged mountain range to the
south. He asked Congress in 1875 to guarantee the interest
on 5% bonds covering all this construction and argued elaborately that the government would be amply secured. 5 Meeting with vigorous opposition, Scott fought for three years
before conceding defeat. His enemy was the Central Pacific
and its subsidiary the Southern Pacific. Led by C. P. Huntington, chief of the "Big Four" who had financed the.two lines,
a group of lobbyists in Washington tried to preserve the CPSP railroad monopoly of California. Previously the Californians secured in the original T&P charter a proviso
authorizing the Southern Pacific to connect with the interloper at the .Colorado River. Now the Huntington forces
. demanded that Congress forbid the newcomer to enter Cali5.

Hse. Misc. Docs., 43 Cong., 2 sess., no. 36, part 1, 1-9.
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. fornia, especially to use San" Gorgonio Pass which the
Southern Pacific coveted for itself, and instead to authorize
the SP to build eastward from Yuma until it met the Texas
and Pacific. They played upon 'the mounting antipathy toward any further federal aid for railroads.
. Huntington,. in letters subsequently published, revealed
the intensity of the struggle. 6 He pointed out, "Scott is making a terrible effort, promising everything to everybody."
He 'commented, "Scott is making a very dirty fight and I shall
try very hard to pay him off, and if I do 'not live to see the
grass grow over him I shall be very mistaken." Huntington
employed a "good many men"'as lobbyists. Congress he characterized as "the hungriest set of men that ever got together"
and one California member as "a damned hog any way you
can fix hi,m."The financier grumbled that his agent Doctor
Gwin had failed to get any of his candidates appointed on the
Railway Commit~ee. Huntington debated whether it· was
worth the expenditure 'Of $200,000 to get Congress to pass an
SPbill rather than the proposed T&P measure. He considered
spending $25,000 to have Governor Safford of Arizona- call a
special legislative session to pass franchises favoring Huntington's roads. In later years he would. never explain to
Congressional investigating committees how he had used
company remittances f.or "legal expenses" of $75,000' and
$100,000 sent him in -Washington during his fight with Scott.
By whatever means" Huntington was victorious. ' .
While the fight in Congress was at its worst, the Texas
and Pacific attacked at the Colorado River. 7 With its own
rails still 1,200 miles east of Yuma, it sought to stall the
Southern Pacific at the California boundary by seizing the
one most favorable spot to build a bridge. First it secured a
permit from local army authorities to build within the Ft.
Yuma Military Reservation; then the SP got one; then the
two got a conditional one from the Secretary of War who,
a month later, revoked them both. The Southern Pacific, protesting it had already begun work, secured permission to
build'just enough more to prevent losing what it had already
6•. Congressional Record, 48 Cong., 1 sess., 789-791; Sen. Ex. Docs., 50 Cong., 1
sesS., no. 51, 3683-3756.
7. Hse. Misc. DO'cs'., 45 Cong., 2 sess., no. 33, passim.
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constructed. Instead it invited the army officers at Ft. Yuma
to a prolonged drunken party; while they roistered, it finished
its bridge completely. It was forbidden to use the structure
,by the Department of War, but in October 1877 President
Hayes authorized resumption of train service over it. Again
Huntington's railroad had won out. It was the last battle for
Scott, for defeated here and in Congress, he solg his T&P
stock to Jay Gould, a railway speculator more celebrated and
feared than respected.
'. Huntington met his new adversary in New York City and
they reached an understanding, though if either trusted the
other in the slightest it would have indeed been surprising.
They said they would extend their two lines until they met
somewhere in Texas, forming a transcontinental route.'
Huntington's Southern Pacific started building east from
Yuma in November 1878, with J. H. Strobridge, who previously had flung the' Central Pacific across the Sierras, in
charge. Just east of Maricopa he laid a railroad curve 5 miles
in length, then the longest in the world, and followed it with
47 miles of absolutely straight track. When he pushed the line
into Tucson On March 20, 1880, there was a great celebration
with a 'flock of telegrams dispatched to various dignitaries
including the Pope. Shortly back to the ,assembled group
came the alleged reply, "Am glad railroad has reached Tucson, but where in hell is Tucson? The Pope." The actual building of the line through New Mexico and Arizon'a was done by
the Pacific Improvement Company, which was owned by the
four leading financiers of the Southern Pacific. These men ~s
stockholders in the railroad required it to issue and turn over
to the improvement company large quantities of stocks and
bonds in payment. for work done. Originally the trackage
belonged to the Southern Pacific Railroad Company of New
Mexico and the Southern Pacific Railroad Company of Arizona. In 1885 the property of these two organizations was
leased to the Southern Pacific Company, chartered in Kentucky to do almost anything the mind of man could conceive,
provided only that it was not done in Kentucky; in 1902 the
two smaller corporations were merged into the larger one.S
8.

Stuart Daggett, Chapters <m the History of the Southern Pacific (New York,
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Huntington and his group were not content simply to
build eastward. They made a large investment in the Galveston Harrisburg and San Antonio, which connected with
. other railroads the Southern Pacific eventually secured, to
make a route ·through to New Orleans. The Californians
thought if they constructed their new acquisition westward,
perhaps they could join it with the SP before Gould could
get his own line there. Speed was important, especially to
secure the pass at Sierra Blanca in west Texas, the only feasible one for miles around. The Southern Pacific reached EI
Paso on May 19,1881, and continued energetically eastward.
Soon it had clearly defeated· the Texas and Pacific, which
signed a new agreement on November 26, 1881. 9 The two
were to meet about 110 miles east of EI Paso, but the T&P
was leased running rights' into the city. The SP- promised to
handle through traffic to San Diego, Los Angeles and San
Francisco at as Iowa rate as that on any other transcontinental route. The two roads were' to divide equally the
western business originating at New Orleans, but two-thirds of that from Houston was to be hauled over the Huntirigton
lines to El Paso. Gould's road promi.sed never to build west
of EI Paso and Huntington's agreed never to build parallel
to the T&P. Construction continued between EI Paso and San
Antonio until the two Huntington lines met on January 12,
1883.
When Huntington built from Yuma to El Paso; his. Southern Pacific followed very closely the route the Texas and
Pacific would have used to earn its federal land grant had it
ever gotten that far west. In a New Mexican court in the
early 1880's, the T&P demanded that the SP turn over to it
the completed line which Congress had authorized it to build;
it lost the suit. A related problem was that of the land grant
itself, any claim to which the Gould line released to the Huntington, road. When the Southern Pacific asked the federal
government for title to the acreage, Congress refused because
nothing in the original T&P charter authorized such a transfer and because the SP had built the line not because of Con1922), 119-139, 169-180, 199-221; "From Trail to Rail," Southern Pacific Bulletin, XVI
(1928),12-15 (Oct.)
9. Congressional Record, 48 Cong., 1 sess., 793.
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gressional wishes but rather its own desires. 10 Huntington,
who had long boasted he did not need a land grant to build
through New Mexico and Arizona, now fumed angrily be-"
cause he could not get it. Instead, Congress in 1885 declared
forfeit the grant of the T&P and a number of other railroads.
Already another railroad had become entrenched in New
Mexico: the Atchison Topeka and Santa Fe. 11 It had begun"
at Topeka and gradually worked westward. As early as 1872
it showed a definite interest in building through New Mexico
to Santa Fe, running several surveys from~easternmostColorado or westernmost Kansas and negotiating for a right-ofway through the well-known Maxwell grant. The Panic of
1873 momentarily crushed its plans for this extension. When
funds first became a~ailable again, it built into Colorado and
reached Pueblo in February 1876. But New Mexico was riot
forgotten, for the next year the Santa Fe sent A. A. Robinson
and W. R. Morley to make further surveys. Robinson, who
during his career was to build over 5,000 miles of railroad,
finally concluded as an engineer that the most feasible route
was from Dodge City southwest to Wagon Mound, skirting
much of the mountain region. But this was discarded because
it would have missed a potentially important source of business, the Raton area coal fields. Indeed conservative Santa" Fe
President Thomas Nickerson doubted if there would be
enough traffic to justify a New Mexico extension. He was
overruled by more liberal elements within the company and
in February 1878 the railway launched its project.
The first requirement was aNew Mexico charter for an
AT&SF subsidiary, the New Mexico and Southern Pacific
Railroad, which the parent company would evel)tually lease
in its customary manner of expansion. To secure the charter
the railway sen.t Col. H. C. Nutt, Miguel Otero and its Vice
President William B. Strong to the Territorial capital. There
they learned that Southern Pacific lobbyists had persuaded
the legislature to pass the so-called California Act. It provided a serious obstacle to any new railroad construction in
10. House Reports, 47 Cong., 1 Bess.," no. 1803, passim; Congressional Record, 48
Cong., 2 sess., 1877, 1888, 1894.
11. See note no. 3.
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New Mexico because the company must have in cash 10% of
the cost of the proposed line. However, Otero discovered the
new act had not yet gone into effect. The three Santa Fe men
hastened to organize a railroad under the general incorporating laws of the Territory. They then persuaded the legislature
to exempt the line from taxes for six years.
An even more serious competitor than the Southern
Pacific was the Denver and Rio Grande Railroad. 12 This narrow gauge line intended to build eventually from Denver to
Mexico City and planned more immediately to divert the
traffic of the historic Santa Fe trail to Denver. It reached
Pueblo in 1872u but found this wasn't far enough south to
get the business it sought. Hampered by the Panic ·of 1873,
it finally in April 1876 came to within five miles of Trinidad
and, stopped at EI'Moro. There the backers of the D&RG
owned a town site they hoped would prosper greatly, but the
citizens of Trinidad violently resented the railroad's failure
to enter their city immediately. The president 'of ~he narrow
gauge, the same William J. Palmer who had in'1867 directed'
the Kansas Pacific's westward -survey, repeatedly stated his
eventual aim of building through Raton Pass and had a survey run to Cimarron, New Mexico. However he had never
discussed the matter with Dick Wootton, the owner of the toll
road through the defile,or made any attempt to secure ownership of the right-of-way. Indeed 'what money could be raised
between 1876 and 1878 he used instead to build through La
Veta Pass to Alamosa, Colorado.
When the Santa Fe finally authorized construction on its
New Mexico extension, Strong urged Robinson to start l:l-t
once'at the key point, Raton Pass. The engineer immediately
took the next D&RG train from Pueblo to EI Moro. Also on
board was the Rio Grande's chief engineer, J. A. McMurtrie,
who likewise held instructions to occupy the pass for his company. Probably this was because the telegraph lines of the
two companies connected and each had broken the secret
code of the other. When the train reached EI Moro shortly
12. H. O. Brayer, "History of Colorado Railroads," in L. R. Hafen, editor, Colorado and Its Pwple (New York, 1948), 635-690; V. A. Ferrell, "Short History of the
Denver & Rio Grande Western Ry," Railway and Locorrwtive Hist~ical Society Bulletin, no. 78 (1949), 86-95.
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before midnight, McMurtrie went to find some much needed
rest but Robinson pushed on through Trinidad and up the
toll road to Dick Wootton's crude hotel. There he rounded up
transients to form a work crew while W. R. Morley was hiring more workers in Trinidad, a town bitterly hostile to the
D&RG. At 5 :00 AM the Santa Fe graders started shovelling
by lantern light on the north slope of the pass. Half an hour
later the D&RG crew arrived to find their rivals in possession.
There was room for only one road through the pass and unpleasant talk failed to move the Santa Fe men; the vanquished D&RG crew left. Although perhaps the narrow gauge
company might have found an alternate route, not so satisfactory but still acceptable, it did not persist. Instead it
turned· to an area of new mineral development, Leadville,
which at least for the moment held a far greater traffic potential than New Mexico. The mines also attracted the Santa
Fe. Again there was a passage, the Royal Gorge,.where there'
was room for only one line and the prolonged, violent struggle
for it made the contest for Raton Pass seem mild indeed; this
time the Denver and Rio Grande Railroad won.
. On fts main line through Raton Pass the Santa Fe decided
to build a tunnel 200 feet under the summit. Unusually hard
rock so d~layed the project that the company threw a temporary line over the top with grades' as steep as 6% and had
to use it for almost a year. So difficult was the emergency
route that the company had to secure for it a new locomotive
which was twice as powerful as any the railroad then owned.
Early in June 1879, the main line reached Las Vegas and
continued westward at the accelerated pace of a mile and a
half a day. Soon the question arose whether it would run
through the town of Santa Fe. There is a story that the
trouble arose because the local residents would not meet certain demands of the company, but this has been flatly denied
by a company lawyer who wrote a history of New Mexico. 13
Certainly the difficulties in building a line directly west from
the town were great and would have involved quite an expense. Palmer in his 1867 survey had recommended putting
13. R. E. Twitchell, The Leading Facts of New Me",ican History (Cedar Rapids,
Iowa, 1912). II, 486.
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'the capital on a branch. So did Santa Fe railway engineer
W. R. Morley, who was then charged so bitterly by the people
of the town with being unfair and "opposed" to them that
the company hired an independent surveyor to investigate
the problem again. He confirmed what the other two had said
and the railway stuck to its original plan. It would not even
have built a branch to Santa Fe had not the city and county
voted a bond issue of $150,000 'to aid construction of a stub
from Lamy. It continued its main line directly westward to~
ward Bernalillo. There it intended to establish a division
point and erect considerable shops, but the local landowner
kept raising his price until he was asking $1,000 an acre. Disgusted, tpe company bought inBtead a site two miles from the
old settlement of Albuquerque. Its line reached this tract in
April 1880 and soon the area became the new center of Albuquerque's business district.
The Santa Fe as early as 1878 had begun plans for an extension beyond Albuquerque to the Pacific. It had Morley
survey to Tucson' and Florence in Arizona. He recommended
the 32nd parallel route as better than the 35th because the
hinterland was superior, with more mineral resources and no
Grand Canyon to cut the area of customers to the north.
Deeply impressed with traffic potentialities south ':,of the
border, he even dreamed imperialistically of "another Texas"
on Mexican soil. Partly because of his reports, the AT&SF
picked Guaymas, in old Mexico, to be its, port on the Pacific.
It organized, as usual, a subsidiary to build the line. This was
the Sonora Railway, whose Mexican charter ,provided that
the "enterprise shall always be Mexican, even when any or all
of its members are foreign." It was promised a s~bsidy from
,the Mexican government of $7,000 per kilometer; it got some
of the money in 1880 and 1881 and after 1890" but never all
of it. 14 Originally the line was, projected from Guaymas directly northeast to Douglas, Arizona, and Deming, New
Mexico, but soon this was changed to a less difficult route
northward to Hermosillo, Nogales, Arizona and Benson, then
eastward to Deming. Construction began at Guaymas in 1880,
with even such supplies as locomotives shipped aroulld Cape
14.

Stuart Daggett, Railway Reorganization (Cambridge, 1908), 203.
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'Horn, and by October 1882 the line reached Nogales. To connect with the Sonora Railway, the Santa Fe continued construction from Albuquerque south along the Rio Grande.
Around Isleta the local Indians tore up at night almost as
much track as was laid each day until Fr. Dourchee, a missionary, persuaded them to stop. After building south to
Rincon, the AT&SF planned to syving its main line southwest
to Deming, west to Benson, and southwest to Nogales. This
alarmed the Southern Pacific, which already had a railroad
from Deming to Benson and did not relish the idea of a competitor building a closely parall~l line. It offered' to gr~nt
running rights and the Santa Fe accepted, organizing the
New Mexico and Arizona Railway to lease the line and to
build promptly from Benson to Nogales. The two lines met
at Deming on March 8, 1881, the site actually having been
moved ten miles west of the location originally proposed because there was no water there. In 1881 the AT&SF also built
an important branch line from Rincon to El Paso;15
The new line to Deming and the Pacific did not prosper.
Santa Fe dreams of interchanging southern California traffic
with the Southern Pacific at Deming ran counter to Huntington's intention of keeping a monopoly on all transcontinental
business and making San Francisco the distribution center
for both southern California and Arizona. He made such excessive rate demands. that after one week of through service
the Santa Fe announced it would accept no more California
shipments. To break his strangle hold, it tried the experiment
of buying a seven:-eights interest in the steamship "City of
Topeka" arid offering service from its rails at Guaymas to
American ports on the Pacific Coast. Service was so slow and
uncertain that it proved a financial failure. Indeed the whole
Mexican extension turned out to be a mistake, for the mineral
wealth remained untapped and the advantage of a port
nearer to Australia than any in the United States remained.
theoretical.
15. The Santa Fe used subsidiaries, building from Albuquerque to San Marcial,
New Mexico' as the New Mexico and Southern Pacific; from San Marcial via Rincon to
Deming and from Rincon to the state line as the Rio Grande Mexico and Pacific; and
from the state line to El Paso as the Rio Grande and El Paso. Eventually the line from
Albuquerque to. EI Paso earned the nickname among railroad people of "The Horny
Toad."
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Meanwhile the narrow gauge Denver and Rio' Grande
Railroad continued to expand.I 6 In 1880 it completed a line
from Alamosa to Espanola, 35 miles from Santa Fe and as
far south as certain agreements made with the AT&SF would
allow it to go for the moment. A route to the capital city was
built in 1886 by the Santa Fe and Northern Narrow Gauge
Railroad; passed into the hands of the Santa Fe Southern,
which dreamed of a line to the Pecos River; and in 1908 was
acquired by the D&RG. The Rio Grande in 1882 built a line
from Antonito to Durango, Colorado, so close to the New
Mexican border that it twice slipped over for a few miles.
Another railroad which displayed renewed activity was
the Atlantic and Pacific. When it was reorganized as the St.
Louis and San Francisco; the so-called Frisco, the new company retained the old charter but iacked sufficient financial
strength to complete the original project. In 1880 it became
equal partners with the Santa Fe to build at once a line from
the Pacific Ocean across northern New Mexico and Arizona
on the 35th parallelto Isleta, just south of Albuquerque. Officially the trackage was to be known as the Atlantic and
Pacific Railroad Western Division. A Central Division was
planned from Albuquerque to Vinita, Indian Territory, but
was never built. Meanwhile, but not for over 30 years at the
most, the Santa Fe would handle-all Western Divisio:q traffic
from Albuquerque to Wichita, Kansas; east of Wichita the
Frisco would haul the St. Louis cars and the Santa Fe would
carry the Chicago business. If at first the earnings of the
completed line to the coast were not enough to pay the interest
on the first mortgage bonds, the Frisco and the Santa Fe
would each contribute toward the deficit as much as 25 % of
their gross earnings on their traffic interchanged with the
A&P Western Division.
.
Work began with a careful series of surveys retracing
what others had done before. The workers had no actual
trouble with the Navaho Indians, but their presence caused
enough apprehension that they were placated with considerable handouts of food. Another problem was water, at times
.in such short supply that the allotment for all' purposes was
16.

344 ICC 60 ; Brayer, loco cit., 663.
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a pint a day a man. An important result of the surveys was
the decision to strike west from the Santa Fe main line at
Isleta rather than Albuquerque because the engineering problems there were fewer. The route was approximately that
prescribed in the map of definite location, filed with the federal government in 1872. The rail laid was mostly 52 lb. steel
on the main line and iron on the sidings. One problem was
where to put bridges, for while some streams were stabilized,
others, changed their course from time to time quite disconcertingly. Another difficulty was flash floods; only gradually did the .railway learn that' what was a dry creek bed
today might tomorrow be a raging torrent. By February 1881
the line had reached Wingate, 150 miles from Albuquerque.
Construction was generally by adjacent segments steadily
moving westward, but there were two exceptions. At the very
first the A&P rushed supplies and men by wagon 180 wiles
west of Albuquerque to hold Querino Canyon against any
possible rival and to lay 21j2 miles of track. Anticipating another difficult task, the company carted supplies in advance
to Canyon Diablo. The bridge there was 56 feet long, stood
225 feet above the canyon bed, cost $250,000, and took
15' months to finish; regular construction work did not
reach the chasm until two months before completion of --,
the structure. On August 3, 1883, the line was pushed through
to Needles, California.
The A&P intended to continue building farther west, but
for the moment could not. It interpreted its federal charter
to authorize construction through to the Pacific Coast, touching at Ventura and then going northward to San Francisco.
This view was sanctioned by the Department of the Interior
when it accepted in 1872 the map of definite location and
withdrew from entry by others the entire area of the com.pany's land grant. But there was also a clause in the federal
act authorizing the Southern Pacific Railroad, building from
San Francisco, to connect with the A&P at or near the California border. To forestall the Atlantic and Pacific west of
Needles, Huntington made common cause for the moment
with slippery Jay Gould of the Texas and Pacific. They gradually accumulated stock of the Frisco until by 1882 they
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dominated it and thus had equal control with the Santa Fe
over the destinies of the A&P. They forced the AT&SF to
yield,.to accept (the California boundary as the terminal of
. the We-stern Division and to agree to a through traffic ar- .
rangement with the Southern Pacific; which hastily flung
down a branch from Mojitve to Needles. They even compelled
the A&P to pay all the cost of bridging the Colorado River
when they successfully insisted _the meeting point be Needles
rather than Topock. The first structure there was not too
strong and was swept away by a flood in 1884; everything
was ferried over by flatboats until a permanent bridge could
be built. Then through sleeping car service was established
between Kansas City and San Francisco, but still coach passengers and all freight had to be transferred from the cars
of one company to those of the other at Needles.
The Atlantic and Pacific was' open, b!1t it secured very
little through or local business. The few California shippers
who insisted upon specifying -an A&P routing found that on
the SP their shipments mysteriously bogged down ina series
of allegedly inexplicable delays. In New Mexico and Arizona,
development was just beginning and only gradually would
any appreciable amount of traffic arise locally. For the situation to continue as it was, seemed to portend a loss of at least
a million dollars annually for a number of years. To abandon
the whole venture would also be very expensive .and would
kill a long-held objective of transcontinental service to California. The only other alternative was to Duild parallel to
the Southern Pacific from Needles to Mojave. This the Santa
Fe so clearly resolved to do that the Huntington forces saw
no way to preventit, short of surrendering the disputed line
to the A&P.1f they refused, they would be left with trackage
valuable only as salvage.
Southern Pacific officials had little choice but to dispose
of their Needles-Mojave line, 242 miles at $30,000 a mile.
Although the agreement was signed in August 1884, the SP
would not complete the sale until it had paid off the mortgage
bonds for the line in 1905; meanwhile the Atlantic and Pacific
would lease the property for an annual rental of 6 % of the
purchase price. It promptly took possession. There was no

RAILWAY DEVELOPMENT

167

further change until 1897, the year the Santa Fe purchased
the bankrupt Atlantic and Pacific. At that time the AT&SF
and the SP arranged a trade. The Santa Fe abandoned its
lease from Deming to 'Benson and surrendered the line from
Benson to Guaymas. its Mexican extension could most logically be operated as part of the Huntington system. The
Southern Pacific in return cancelled the lease on its NeedlesMojave segment and transferred the ownership. Both lines
were in deplorable repair and the mileage was about comparable, but the AT&SF paid the SP the slight difference in
appraised value ($156,750). Although the swap was completed in 1897, mortgage fo~malities prevented official exchange of title until 1911. Subsequent developments made the
Needles-Mojave railroad a much more valuaole property than
the Mexican extension.
With the original 1884 agreement signaling the defeat of
their_ monopolistic plans, Huntington and Gould sold their
Frisco stock. The Southern Pacific agreed to handle A&P
traffic through from Mojave to San Francisco, but in actual
faCt it so continued its obstructionist tactics that as late as
1889 the A&P had very little business with SP points. The
Atlantic and Pacific had the right to solicit traffic in the Bay
area, but only in return for a promise not to build any terminal facilities there...
To provide the necessary feeder lines for the IsletaMojave main track, the Santa Fe had to take action,17 Capitalists who controlled the AT&SF launched the California
Southern Railroad from National City and San Diego through
Fallbrook and Perris to San Bernardino. Aided by donations
of 16,000 acres of land and two milesof San Diego waterfront,
the line was completed in September 1883. Unfortunately it
was not built high enough in Temecula Canyon to avoid
very serious damage from floods the next spring and extensive repairs were necessary. As early as 1881 surveying and
a little o'ther work was done on the route from San Bernardino over Cajon Pass to Barstow on the Needles-Mojave main
17. R. V. Dodge', and R. P. Middlebrook, "The California Southern Railroad," Railway and Locomotive Historical Society Bulletin, no. 80 (1950), 10-46; Franklyn Hoyt,
"San Diego's First Railroad: The California Southern," Pacific Historical Review, XXIII
(1954),133-146; Daggett, Southern Pacific, 317-346.
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line. The task was not resumed until 1885 and the railroad'
was finished in November. By 1887 the line from San Bernardino through Pasadena to Los Angeles was completed.
With southern California connected to the Atlantic and
Pacific, the Santa Fe turned to the northern part of the State.
There the San Francisco Stockton and San Joaquin Valley
Railroad had been begun in 1896 and completed in 1898 from
Bakersfield to Stockton. It had been built as an independent
to offset the extortionate monopolistic rate practices of the
Southern Pacific. The Santa Fe purchased the SFS&SJV in
1898 and, to avoid parallel construction, secured running
rights over the Southern Pacific from Mojave to Bakersfield.
At first service from Stockton to San Francisco was by
steamer, but in 1900 the AT&SF finished laying its rails into
the Bay area.
.
The gradual accumulation of satisfactory California connections eased somewhat the financial problem of the Atlantic
and Pacific. How serious these difficulties were is shown by
the figures: from November 1, 1883, to' June 30, 1897, it
earned a gross income of $7,564,764.76, but costs resulted in
a net deficit of $13,890,275.65. 18 Economies were necessary;
thus in 1886 the Santa Fe itself took charge of the A&P's
operating department. The next spring the Arizona JournalMiner at Prescott published criticism of the company's "almost criminal neglect" to make badly needed repairs on its
roadway, to employ enough trackwalkers, to detect burning
bridges and to repair engines damaged in accidents. It declared the railroad was using the few serviceable locomotives
to concentrate on through traffic at the expense of very bad
service to the local. Two months later the paper complimented
the A&P on the great improvement made, with large crews
at work and great piles of ties being laid. Now trains were
on time and there were no accide:nts,19
The money problems of the A&P were one of many factors contributing to the fiscal difficulties of the Santa Fe itself.
18.

127 ICC 547.

Arizona Journal-Miner, May 5, May 9 and July 8, 1887. Occasional difficulties
were inevitable. In October 1890, for example, a "train ran into a herd of cattle last
Monday three miles' west of Ash Fork and derailed the passenger train. Eight persons
were more or less injured but none seriously." (Arizona Champion, November 1, 1890).
19.
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In 1889 the' AT&SF went through a voluntary financial reorganization ~hich raised its total indebtedness but lowered
the fixed amount. it must payout each year. Overconfidently
the next year it purchased the Frisco and the Colorado Midland Railroads. This expansion poorly prepared the company
for the Panic of 1893. In December it went bankrupt and
soon the Frisco, Colorado Midland and Atlantic and Pacific
followed. When the plans for reorganization prompted careful investigation of the Santa Fe's affairs, it was discovered
that in the most recent four years its earnings had been
overstated by $7,644,451. 20 Its money had not been stolen,
but its management had scandalously misrepresented financial realities in a deliberate attempt ·to rp.ake things seem
better than they were. When fiscal reorganization was completed in December 1895, the Santa Fe emerged from bankruptcy with its title changed from "railroad" to "railway"
and with a new, honorable president, E. P. Ripley, in charge.
The .revitalized AT&SF 'pondered what to do with its
subsidiaries. It cast loose the Frisco and the Colorado Midland but retained the Atlantic and Pacific. It was determined
to remain a transcontinental carrier, to profit by the A&P's
excellent location, to benefit by the California Southern and
to capitalize on the burgeoning commercial and industrial
development in California. Its plans met opposition from a
group of A&P bondholders, who charged the Santa Fe with
responsibility for their company's bankruptcy and demanded
separation of the two concerns. They had some justification,
for "Santa Fe officials admitted that the western line was
entitled to a more equitable division on through traffic receipts which would improve earnings."21 When theAT&SF
emerged from bankruptcy, the A&P remained in fiscal difficulties and a new receiver, more pleasing to the aggrieved
group, was appointed. Fiscal negotiations between the two
companies continued, aided by a three-man board of arbitration. The final result was that in the summer of 1896 the
A&P's income from through traffic was increased from $15,000 monthly to $20,000, and the Santa Fe paid half of the
20. Water.s. op. cit., 210.
21.

Ibid., 339.
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$36,000 monthly rent on the Mojave.,Needles line. In May
1897 the AT&SF purchased from the bondholders the Atlantic and Pacific Railroad Western Division.
Completion in the early 1880's of the Atlantic and Pacific
to the north and the Southern Pacific to the south led to much
talk of branch lines in New Mexico and Arizona: One of the
first of these ventures was to tie the capital city of Prescott to
the A&P at Ash Fork or Seligman.22 It began with Territorial
Governor F. A. Trittle, who unsuccessfully urged his boyhood friend A&P President H. C. Nutt to·build the branch.
Disgusted, the governor in 1884 applied to the legislature for
a charter fo'r the Central Arizona Railroad to build from
the A&P through Prescott to Phoenix. He roused the Souther~ Pacific, which did not fancy sharing the Phoenix traffic
.with anybody.. The draft ofthe proposed charter for Trittle's
road somehow disappeared. Its theft was charged to a legislator, but when tracked down,he was in a hospital where the
doctor declared he would die if disturbed. In actual fact he
had the draft under his pillow.' A substitute charter was
drawn up and passed, but it contained a; proviso that it must
be ratified at a referendum by county taxpayers. By one device or another the voting was delayed for four years until
the original company vanished.
In 1885 two groups of capitalists showed interest in a line
from Seligman to Pre::;cott. A Minnesota group organized the
narrow gauge Arizona Central and a New York group headed
by T. S. Bullock established a new standard gauge project
with an old name, the Central Arizona. The former was to
have a capital of $3,300,000 and the latter $1,875,000. 'Much
bitterness arose as each made surveys which zigzagged over
the other's' proposed line. Each met strong opposition from
ranchers using the federal grazing lands free, who feared the
'coming of the railroads would encourage interlopers and
prospectors. Bullock's line won the support of the A&P and
a promise' of reduced rates for building supplies. The two
companies decided union was better than rivalry and merged
in July 1885 to form the Prescott and Arizona Central Railroad. Encouragement was offered in the form of a cOUlity
22. Ibid., 348-351 ; Marshall, oP. cit., 262-266.
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bond subsidy of $291,000. Opposition continued from the
stockmen who drove cattle across the grade, pulled up sur-:veyor's stakes, burned ties, hijacked rails and fired volleys of
shots around work camps. The P&AC was constructed with
second hand rails, few ties, weak bridges, frequent curves
and an absolute minimum of excavations and fills. When the
first train ran .the 73 miles from Prescott Jet. (Seligman) to
Prescott on January 2,1887, it was powered by a locomotive
borrowed from the A&P because vandals had damaged extensively the P&AC's two engines. Opposition continued to
the line and President Bullock because the service was. so
poor and the rates were so high that the charge of 10¢ a mile
for passengers was typical.
Another railroad, rival for a time to the original Central
Arizona project, was the Arizona Mineral Belt. By 1884 it
had completed surveys from both Winslow and Flagstaff to
Globe, but the latter was mqre often talked of as the
northern terminal. By 1890, 35 miles out of Flagstaff were
in operation, but only as a logging' railroad; nothing further
developed. 23
,.The need for a north-south line to link the two transcontinental railroads continued. 24 The governor of Arizona
thought a federal or county subsidy should be granted for it.
He argued that since through rates were so high that the
Territory could export only minerals, such a local road would
place the two big companies in competition. It would enable
the north to exchange lumber, coal, minerals and livestock
with the sout~ for hay, barley and flour. It would eliminate
such contrasts as hay bringing $5 or $6 a ton in the Salt River
Valley, but $20 to $40 a ton only 100 miles to the north. So
anxious w~s the legislature of Arizona for railroad development that in 1891 it granted tax exemption for 20 years to
any such new enterprise. The company had to file notice of
intent within six months of the passage of the law and actually begin construction within another six months. It had to
build at least 50 miles a year, and no mere shift in theroadbed
of a raiiway already operating would satisfy the law. The
23.
24.

Annual Report of the Governor of Arizona for 1884, 528; for 1890, 470.
Ibid. for 1889, 254; for 1890, 470; for 1891, 289.
.

172

NEW MEXICO HISTORICAL REVIEW

new venture would not earn its tax exemption until the entire
contemplated line was finished, had been accepted as satisfactory by county authorities and was maintaining operation
of at least one train a day each way for passengers and
freight. .
'
Partly because of this law the Santa Fe Prescott and
Phoenix Railway Company was incorporated in 1891. Its
president was D. B. Robinson, generalmanager 'of the A&P,
but.the enterprise was particularly the brainchild of its secretary, Frank M. Murphy, a wealthy mining man. It began construction at Ash Fork in August 1892 and encountered its
only delay at Iron Springs, where graders, who had uncovered some gold, prospected 'until convinced nothing
further was to 'be found. The railroad entered Prescott on
April 24, 1893; three months later it had driven the Prescott
and Arizona Central out of business. The SFP&P intended to
press south energetically, but the Panic of 1893 almost
wrecked the company. It was saved only by wealthy Murphy's
excellent local reputation and by the Prescott National Bank.
To the south it encountered difficult terrain, which in some
mountain areas ran the construction cost up as high as $40,000 per mile. The line was so winding that the railroad
quickly earned and still has the nickname of the "Pea Vine."
It encountered ~ome difficulty about a right-of-way into
Phoenix, which it reached in March 1895, but solved the problem by having its men start laying track at midnight into the
city.
The SFP&P contemplated further expansion. Its plans
for a line to Florence, Tucson and Nogales were not realized
nor was the dream of one to Utah. It did organize a subsidiary, the Prescott and Eastern, which built a 31-mile
branch from 6 miles north of' Prescott to the mining region
at Mayer. The SFP&P was only a mild success financially,
always earning its interest charges but never by a wide margin. It steadily increased the amount of traffic interchanged
with the Santa Fe. Gradually the AT&SF became so financially interested in the feeder line that in 1901 it took over
ownership.
An earlier but far less successful independent line was
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the Arizona Narrow Gauge Railroad Company.25 Incorporated in 1882, it planned to l:iuild from Tucson northeastward
to Globe. Its subsidy from Pima County was authorized next
year by the Territorial legislature. Upon demand the County
was to exchange $50,000 of its own bonds for an equal amount
of railroad bonds; as each five mile section was actually built,
there was to be a further $50,000 swap. Almost immediately
the first trade was made, by what kind of clandestine transaction probably will never be known. Certain it is that the
stockholders never paid anything for the stock they' owned
and the County received nothing on the bonds issu~d by the
railroad. Local enthusiasm ebbed sharply, then mounted
again when the narrow gauge promoters returned to Tucson.
They laid 5 miles of railroad and secured their second $50,000
in bonds. Shortly Congress in 1886 passed a law forbidding
any Territory or its political subdivision from granting credit
or borrowing money to help any private enterprise. Either in
ignorance or defiance, Pima County flouted the law. It surrendered a third $50,000 worth of bonds whEm the railroad
completed an additional 5 miles. Soon it became clear that 10
miles of line reaching no settlement but simply stopping at
the Pima County boundary was worthless. Service was operated for a very short time, but in 1894 the engine was sold
and sometime in the 1890's the rails were removed.
The line had disappeared but the promoter's primary
interest, the county bonds, remained; much controversy arose
over them. They were illegal and void, ruled the United States
Supreme Court in 1894. This decision roused Frank M.
-Murphy of the SFP&P, who wanted to be sure Yavapai
County's Bonds for the Prescott and Arizona Central would
be paid off.' He secureq through his brother N. O. Murphy,
Territorial member of Congress, a law protecting "innocent
bondholders" and maintaining that debts authorized by the
Territorial legislature were valid. To this Pima County objected, but in 1899 and again in 1902 the United States Supreme Court upheld the federal law. The debentures were
converted in 1903 into Territorial bonds, but the County was
25. H. A. Hubbard, "A Chapter in Early Arizona Transportation History: The
Arizona Narrow Gauge Railroad Company." University of Arizona Bulleti.... V (1934),
no. 3.
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still responsible for the indebtedness: It vainly sought to have
the federal government'assume the debt. It reluctantly levied
a tax to pay the interest when in 1907 the United States
Supreme Court so ordered. The County continued complaining and the debate became involved in the question of statehood. In 1910 Congress appropriated 3,000,000 acres each
to New Mexico and Arizona to payoff Territorial debts, including such bonds as those for Pima and Yavapai counties.
This has not yet been done, however, because ranchers have
leased rather than purchased the grazing land and the resulting revenue has little more than paid the interest.
Another ea~lyArizona project was a 35-mile track from
Phoenix to the Southern Pacific main line at Maricopa. For
this the Maricopa and Phoenix Railroad Company was organized by N. K. Masten and associates. Its franchise stated
that the last day it could begin construction was October 31,
1886; 'to meet the requirement chief engineer H. R. Patriek
began work that day with two horses, a garden plough and a
small scraper. Soon he secured additional equipment and he
completed the line on July 4, 1887 ~ The Maricopa and Phoenix
in 189,4 created a subsidiary, the Phoenix Tempe and Mesa
Railway, and the next year built from Tempe the 9 miles to
Mesa. In 1903 the Southern .Pacific secured ownership of
these two corporations and shbrtly merged them into the SP
system. 26
.'
The Gila Valley Globe and Northern Railroad, incorporated in 1894 to take advantage of a tax exemption, law;
began construction at Bowie, Arizona, and by the middle of
1896 had reached the border of the San Carlos Indian Reservation at Geronimo. To cross the red men's territory it had
to comply :with President Cleveland's order that all of the
Apache Indians must. give approval; at a meeting with the
chiefs in'October 1896 there was no unanimous opinion. Subsequently President McKinley changed the requirement to
majority consent. The railroad held a two day conference
with the Indians in February 1898, distributing freely gifts
of beef, flour, beans, lard, sugar, coffee and tobacco. When
the question finally came to a vote, it was a two hour process
26, Annual Report of the Governor Of Arizona for 1887, 754; for 1896, 249; "From
Trail to Rail," loc, cit., 12-13 (Nov.).
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but only one Apache opposed the concession. The company
paid the tribe $8,000 for the right-of-way, a minor sum for
property damages and promised to let all Indians ride free .
for 30 years. It resumed construction and in December 1898
reached Globe; two years later it pushed on to Miami. Business on the completed line was very small and was not remunerative enough to pay the indebtedness to the Southern
Pacific for material and equipment. In 1904 the larger company absorbed the smaller one. 27
To the north, copper magnate William A. Clark built in
1894 the United Verde and Pacific from Cedar Springs on the
SFP&P to his copper mines at Jerome. The Arizona and Utah
Railroad was organized in 1899 and that year built from McConnico, on the Santa Fe main· line near Kingman, to
Chloride, 23 miles, to serve a gold and silver mining district.
It laid a short extension to Whitehills in 1900, which was
discontinued by 1906, but only talked of a line to Utah. 28
Another possible destination was the Grand Canyon,
which began to attract visitors using stage coaches from
Flagstaff.2 9 To serve the tourists, and also the copper mine .
on the way at Anita, Lombard Goode and Company in 1897
organized the Santa Fe and Grand Canyon Railroad. It did
not actually begin construction north from Williams until
talk of a rival line from 'Kingman spurred it into action in
May 1899. The SF&GC purchased old 56 lb. rail from the
Santa Fe at $41.66 a ton, payable with its bonds at par, and
also secured rate concessions on construction material. It had
built 43 miles to Anita Jet. by the'time it went bankrupt in
September 1900, and during the process of reorganization
the remaining 20 miles were completed. In the new corporation, the Grand Canyon Railway Company, the Santa Fe
held half the common stock and all the preferred. It was
operated as an independent unit until 1924, when it was
leased to the AT&SF. Shortly after completion of the line
the Santa Fe invested over $250,000 in tourist facilities and
arranged for Fred Harvey to operate them. In its promotion
27. Ibid., 13-14 (Nov.).
28. 127 100 354; Annual Report of the Governor of Arizcma for 1894, 355; for
1899. 69-70.
29. Waters.
cit., 351-352; Marshall, op. cit., 272-274, 42()"421, 446.
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of passenger business the railroad placed great emphasis
upon the ·scenic wonders of the Grand Canyon, so convenient
to the main line for a stop-over. Not so publicized but equally
important to the company were the facts that it was the kind
of spot no careless visitor could mar and that, remote from
large centers of population, it insured a long passenger haul
over Santa Fe rails. There was no competition until the Union
Pacific began to develop a resort on the North Rim in the
1920's and long-distance automobile travel became popular.
The Arizona and New Mexico (an entirely separate venture from the Santa Fe's subsidiary the New Mexico and·
Ari~ona) was built mostly in 1883 by the Arizona Copper
Company from Clifton 70 miles to' tie in with the Southern
Pacific at Lordsburg. In 1902, it was converted from narrow
to standard gauge and was extended 40 miles to a connection
at Hachita with the newly-built main line of the EI Paso and
Southw~stern. When the Phelps Dodge interests took over
the Arizona Copper Company in 1919, they turned the railroad over to their own EP&SW. Another mineral line was
the Congress Gold Mine Railroad, built by local mine owners
in 1896 over the 3 miles from Congress Jet. on the SFP&P to .
Congress.
Some railways much discussed in Arizona actually never
graded a mile of track. 30 Such was the Arizona Northern
Railroad, planned in 1881 to be an extension of the Colorado
narrow gauge system. Another project was the Arizona and
Nevada Railroad' and Navigation Company, which would
operate ships from the Gulf of Mexico to Yuma and a rail
line on up the Colorado River to where the A&P crossed. The
next year there was talk of a standard gauge line from Tucson
to Port Lobos on the Gulf of Mexico, with reports of a
promised Mexican government subsidy of $9,000 a mile. In
1898 a company secured a charter to build from Kingman
through "a rich mineral region" to the Grand Canyon.
New Mexico too had lines projected which were never
constructed. 31 The Texas Galveston and Santa Fe Railroad
30, Annual Report of the Governor of Arizona for 1881, 916; for 1883, 511; for
1898,321.
31. Annual Report of the Governor of New Mexico for 1891, 349·350; for 1892, 367 ;
for 1899, 336; for 1900, 166.
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planned to run from Gaiveston to Santa Fe. The Mexican
Northern Pacific Railway wanted to build directly south from
Deming through a mining and lumber region 600 miles to
Bacoyna and then turn southwestward 400 miles to Topolobampo, with branches to Chihuahua, 150 miles, and to
Guaymas, 350 miles. The Denver. and EI Paso Independent
Railroad, a Colorado corporation, had surveys made from
Trinidad through Las Vegas and White Oaks to· EI Paso.
'Wi~h a route of 458 or 465 miles, it would pass through the
coal beds of the Maxwell grant and the timber of Mora and .
Lincoln counties. An overlapping venture was the railroad
projected from Trinidad 27. miles to Catskill in the Maxwell
grant, with branches up and down the Red River totaling 12
miles. There was talk too of a narrow gauge from Santa Fe
to Albuquerque. Another company made plans for a standard
gauge line from Durapgo to Bernalillo or Albuquerque. Still
. another in 1899 had a survey run from Las Vegas to Taos,
100 miles. There was vague talk of an enterprise to run from
Albany, Texas, through Las Vegas into the northwest and of
another venture from Durango to Gallup. At the turn of .the
century, some thought there were "substantial reasons for
believing" that the Denver and Rio Grande would build. south
from Durango to Farmington and then west to the coast, with
branches to Albuquerque and Gallup. Another possibility was
the 190-mile Black Range Railway, to go from Magdalena
to Chloride, where a heavy mineral traffic was expected to.
develop, arid on to Clifton. Also being .talked of was the'
Cochiti and Northwestern Railroad, from Thornton to Jemez
Hot Springs.
.
Though railroad construction was eage~ly sought, only
once did the New Mexico Territorial government itself extend aid. In 1893 it passed a l~w exempting any new liIie,
or extension of an old one; from taxes until six years. after
it was completed; work must start not later than February
1896. 32
A few of the contemplated lines were actually constructed.
The Denver Texas and Fort Worth, predecessor of the Colorado and Southern, built in 1888 from Trinidad through
32.

Ibid. for 1893. 363.
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northeast New Mexico to Texline. This 83-mile segment,
passing through' Des Moines, was part of a Denver to Ft.
Worth line which eventually fell under the domination of the
Burlington Route. 33 The Silver City and Northern Railroad,
a subsidiary of the ,Squthwestern Coal and Iron Company,
in 1891 laid rails the 19 miles from Whitewater to the mines,
at, Han<,>ver; eventually this became a branch of the Santa
Fe. 34 The Tierra Amarilla Southern Railroad was completed
by 1899 from Chama to Brazos, 17 miles. Whether this subsidiary of the Burns and Briggs Lumber Company was a
private road or a common carrier for all traffic is not clear. 35
A more important New Mexican venture was the Pecos
Valley Railroad. 36 It was launched by J. J. Hagerman, who
had held ,considerable stock in the Colorado Midland Railway
until he sold out In 1890 to the Santa Fe. That same year he
turned to the New Mexican line, part of an irrigation venture to develop the Pecos Valley: He built from Pecos on the
Texas and Pacific main line to Carlsbad (then called Eddy) ;
three 'years later he added an extension to Roswell. He
planned branches from Roswell to EI Paso arid to Las Vegas,
but never had the money for them. He could hardly scrape
together enough funds for the line from Roswell to Amarillo,
which he finally completed in 1898. Indeed he had to secure
ali advance of $750,000 from the Santa Fe. In the midst of
this project, in 1896, his line went into receivership and
stayed there for two years before emerging as the Pecos
Valley and Northwestern. This railroad the AT&SF'secured
in 1901 by acquiring 96% of the stock and two-thirds of the
bonds for $2,675,902; it then leased the property. The line
was not built as well as Santa Fe standards prescribed, but
having paid less than $10,000 a mile for it, the new owner
could well afford the considerable improvements promptly
begun.
The Amarillo-Clovis segment of the Pecos Valley line became part of the vital Belen cutoff, a project envisaged from
33. R, C. Overton, Gulf to Rockies: The Heritage of the Fort Worth and DenverColorado and Southern Railways, 1861-1898 (Austin. Texas, 1953). passim.
34. Annual Report of the Governor of New Merico for 1891, 350.
35. Ibid. for 1899, 334.
36. Waters, op. cit., 347-348; 127 ICC 603; Annual Report of the Governor of New
Merico for 1894, 410.
'
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the early days of the Santa: Fe to eliminate the rugged mountain climb in northeastern New Mexico. 37 At various times a
number of surveys for the cutoff were run, mostly north of
the location finally selected. Interest in the project languished,
but then again increased with the upturn in tdmscontinental
traffic. When the Pecos Valley line was purchased and competitors talked publicly of putting rival lines into the area,
President Ripley resolved to launch the route using a low
grade. In making further surveys most of the Santa Fe engineers concluded the extension should start westward from
Portales, but the chief engineer successfully insisted it must
be from Clovis. Grading began in 1902, but wa~ held in ~bey
ance for 1903-1904 because of business doldrums; track laying began in 1906 and the line was opened for through traffic
in 1908. It sliced off "a quarter of a mile straight up," for its
highest point was 1,110 feet lower than Raton tunnel, 'and its
maximum grade of 66 feet per mile contrasted very favorably
with 184.8 feet at Raton and 158.4 feet in the Glorieta Pass.
It was.so much more economical to operate than the old main
'line that ever since the great bulk of Santa Fe transcontinental freight traffic has used it.
In 1914 the AT&SF completed the last , segment. on its
railroad from Galveston to just east of Clovis, forming an
important through connection to the cutoff. It seriously considered, but never built, a major line from Raton to Clovis
to provide New Mexican 'coal with direct access to the Gulf
of Mexico. The Santa Fe built the following branch lines in
New Mexico: in 1882 from Dillon to Blossburg, 3 miles, and
from San Antonio to Carthage, 10 Il1iles; in 1884 from Silver
City to Deming, 47 miles; in 1885 from Socorro to Magdalena,
27 miles; in 1898 from San Jose to Santa Rita, 4 miles; and
in 18~9 from Hanover to Fierro, 7 miles. 38
The AT&SF had plans for a major undertaking in Arizona, a low-grade freight rOl;lte that wou}d avoid the two
high summits between Albuquerque and Needles. 39 Using the
existing Albuquerque-Deming line, it would then strike west
87.
38.
89.
Rail,"

Waters, op. cit .• 853-355.
Marshall, op. cit., 401-424.
Waters, op. cit., 141-142, 357-858; Marshall, op. cit., 267-268; "From Trail to
dit., 12-13 (Nov.).
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to Phoenix, a little to the north. of the SP main track, and
continue through Wickenburg to· the' Santa Fe's transcontinental rails at Cadiz. Going around the two sides of a triangle,
it. would be 200 miles longer but .the reduction in grades
promised operating economies. To construct it, the AT&SF
created in 1901 a subsidiary called the Phoenix and Eastern.
By September 1904 it pushed 96 miles east to Winkelman and
expected to continue on to EI Paso. It crashed into the forceful opposition of the new leader of the Southern Pacific,
Edward Harriman, who started to defend his territory from
invasion. He had the SP create in 1904 a subsidiary called
the Arizona Eastern to build from near Yuma through
Phoenix to Clifton, with branches to Jerome, Tucson and
Globe. His crews ran surveys which forecast trouble with the
Santa Fe in the courts and in the field. Evidence of it even
appeared in the bills, presented,by the contractor to the Harriman railroad, which contained as one of the enumerated
expenses the item "Defending the Right of Way." The
struggle reached a climax when Southern Pacific men, 'working a hundred feet higher in Gila Canyon, repeatedly blasted
large quantities of stone <;mto the lower Santa Fe crew.
Finally they were stormed by the men from below and there
was a real battle. The contestants went to law, where one
court orde~Gd the Southern Pacific out of the canyon and then
another allowed it to reenter when'it promised not to interfere any further with the Santa Fe; the promjse was' not
. kept. According to the final compromise, the Santa Fe was
to finish its line into Winkelman and the SP was t~ have the
right to build from Deming to Dudleyville. In March 1907 the
AT&SF surrendered its dream of the low-'grade freight line
by selling the Phoenix-Winkelman trackage to its enemy.
Meanwhile it had already launched construction westward
from Wickenburg in March 1904 by the action of its subsidiary the Arizona and California Railroad. The prospects for
heavy ore shipments were in themselves sufficient justification for the line. The company encountered difficulties in
securing laborers willing to work under the scorching sun,
in bridging the Colorado River' at Parker and in financing
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during the Panic of 1907; but it completed the line through
to Cadiz in 1910.
The Santa Fe and the Southern Pacific long dominated
New Mexico and Arizona, but unexpectedly a rival arose:
The 'EI Paso and Southwestern. 4o It was a part of the copper
mining ventures of the Phelps Dodge interests, operating as
a formality under its own name but for all practical purposes
identical with the Phelps Dodge group and expanding only as
the needs of the copper industry dictated. Initially the mining
firm entered the railroad business without intending to
begin' any widespread operations. It simply was trying to
solve the problem of wagon transportation from the SP at
Benson 65 'miles to its mine at Bisbee. Attempting to persuade
the Santa Fe to build through Bisbee at the time of the
Guaymas extension, the firm's representative met "with supreme indifference" from the AT&SF president and subsequently learned how the railroad leased from the SP rather
than undertake parallel construction. The Santa Fe did, however, build from Benson to Nogales through Fairbank, a
point closer to Bisbee than any on ,the Southern .Pacific. It
received the regular patronage of Phelps Dodge, which tried
wagons and a steam highway engine for the haul to the railhead without very sa'tisfactory results. The miners then incorporated the Arizona and Southeastern to build the 30 miles
from Bisbee to Fairbank and completed this ,line in 1899 at
it cost of $40'0,000, about twice the original estimate. it
handled a larger volume of freight daily than could the wagon
trains and cut expenses five-sixths. Several, years later the
Phelps Dodge interests got into a squabble with the Santa Fe
over rates on lumber from the northwest. Aggrieved at the
out~ome, the miners extended their line to a direct connection
with the Southern Pacific at Benson.
, Another Phelps Dodge venture, at first quite independent
from the Arizona and Southeastern, was the narrow gauge
Morenci Southern Railroad. It ran 19 miles from the mines
40. R. G. Cleland, A History of Phelps Dodge (New York, 1952), 138-150,213-214;
Willson and Taylor, op. cit., 81 ; Railway Age. LXXIV (1923), 823 and LXXVII (1924),
611; 70 ICC 795; 86 ICC 122; 90 ICC 732; Annual Report of the Governor of Arizona
for 1900, 82.
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at Morenci to the Arizona and New'Mexico tracks at Guthrie.
This was a difficult line to construct, with four complete loops
·and grades up to 4 %. When veteran railroad financier Arthur
Curtiss James inspected it, he wrote to his Phelps Dodge
~
associates:
I do not wonder at all at its cost. It is by far the most difficult
piece of railroad building I have ever seen. The Marshall Pass,
the St. Gothard, and the Great Northern switchback, are all
easy compared with it. It winds back and forth up the side of
the mountain" through looped tunnels and over immense
trestles, twisting and turning upon itself in a most wonderful
but immensely costly way.41
.

About 1920 it was converted to standard gauge and the junction changed from Guthrie to Clifton.
A third Phelps Dodge railroad materialized when the
company began to develop a mine in Sonora and erected a
smelter north of the border at Douglas. To connect the two
it built under Mexican charter the 77-mile Nacozari Railroad.
It also extended the Arizona and Southeastern to Douglas;'
this provided a connection to the SoutHern Pacific at Benson
but no longer to the Santa Fe, which had by this time traded
off the line west of· Deming.
The Benson interchange .proved unsatisfactory as huge
. shipments from copper mines of other companies began to
roll into the Phelps Dodge smelter. To improve the situation
the Southern Pacific was urged to build a spur from Lordsburg, or some other point far east of Benson, to Douglas. The
affairs of the SP at this moment were iIi such an upset state
because of the recent deathof Huntington that nothing could
be undertaken. The Phelps Dodge group decided to solve its
difficulties by building its own line from Douglas, not to
Lordsburg but 215 miles toEl Paso. It organized the EI Paso
and Southwestern Railroad, merging into it the Ariz'ona and
Southeastern and appending as a Mexican subsidiary the
Nacozari. This activity convinced the Southern Pacific it had
made· a dangerous mistake, which it sought to correct by
making a variety of propoE\als to the mining firm. All were
41.

Cleland, op. cit., 143.
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considered, such as the suggestion of a joint trackage agreement, but none were accepted. With conciliation failing, the
SP turned to warfare.· It cancelled all joint tariffs for
handling traffic at through rates with the Phelps Dodge railroads and imposed a high local rate of 14¢ a ton-mile for all
material needed on the construction project. It met quick
retaliation when the EP&SW enlarged its plans to include
a branch from Hermanas to Deming, 32 miles away, the
most convenient point for a connection with the Santa Fe.
The SP tried to block the venture by p:reventing the EP&SW
forces from laying tracks across its main line at Deming.to
the desired interchange with the Santa Fe. After carefully
organizing his men, Phelps Dodge construction engineer
Darbyshire suddenly rushed his rails over the crossing before
the SPcould mobilize enough men to prevent it. Immediately
he hurried through the crosso~er 500 carloads of construction equipment and material.
Defeated at Deming, the Southern Pacific fought at El
Paso to prevent the entry of the EP&SW. A court injunction
was secured forbidding the Phelps Dodge road from utilizing
the route it had planned into the city. The newcomers selected
and used another· one, less desirable than the first because
it cost $1,500,000 more. to build. On June 20, 1903, the
EP&SW was officially completed. Meanwhile the Southern
Pacific had come under the control of the astute Edward
Harriman, who was eager for peace with Phelps Dodge because it was one of the most valuable sources of freight in
Arizona. T'he miners set the price of friendship at $1,500,000,
the extra expense at El Paso; the SP paid it and thereafter
received a fair share of Phelps Dodge traffic. Quic}dy another
difficulty developed for the miners' railroad - the grades
carrying the main line directly into Bisbee proved too heavy
for economical use. The trackage was relocated in 1903-1904,
38 miles of new line replacing 33 miles abandoned, so that it
passed 8 miles south of Bisbee; a branch was' built into the
city. The EP&SW coristructed other branches also: Fairbank
to Tombstone, 9 miles, in 1903; Douglas to Courtland, 36.
miles,. in 1909; and Lewis Springs to Fort Huachuca, 13
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miles, in 1913. Through a subsidiary named the Burro Mountain Railroad, it partly lea~ed and partly built new a line
from Deming to Tyrone, 48 miles, in 1914.
Another railroad project which had already been much
discussed at El Paso was a connection northeastward toward
Kansas City.42 As early as 1889 the Kansas City El Paso and
Mexican Railroad was organized to' build from El Paso
through Texas and Indian Territory into Kansas; its plans
were never realized. More promising was the Chicago Rock
Island and Pacific"In 1888 it started from its Kansas CityDallas ~ine at Herington, Kansas, and built southwest through
Hutchinson and Pratt to Liberal; its ultimate objective was
somewhere nearer El Paso. The Rock Island took no further
action until its stockholders in 1901 approved an increase in
its capital stock for, among other things, an extension into
New Mexico. To connect with it from the south was the El
Paso and Northeastern. This railroad had completed in 18~9
a line from EI. Paso northeast to Carrizozo, 144 miles, and
then 21 miles directly east, over a switchback in the mountains, to the coalfields at Capitan. It was' a subsidiary of the
New Mexico Railway and Coal Company in which Charles
B. Eddy was the leading figure. When the Rock-Island .began
its extension, the EP&NE, creating as Ii _.subsidiary theEl
Paso and Rock Island, built from Carrizozo 128 mile's to 'a
junction with the Rock Island at Santa Rosa. The EP&NE .
had more difficult grades to contend with'on its extension
than did the Rock Island'and, even more serious, had a very
difficult time developing an adequate water supply. The two
roads met at Santa Rosa in 1902.
The El Paso and' Northeastern promptly constructed a
branch from Tucumcari, 60 miles east of Santa Rosa, to the
coal fields at Dawson. It talked of a line to Trinidad, but
never built it. It secured control of the Alamogordo and Sacramento Mountains Railway, completed in 1899 from the
large saw mill at Alamogordo to the timber region at Cloud42. w. E. Hayes, Iron Road to Empire: The History of 100 Years of the Progress
and Achievements of the Rock Island Lines (New York, 1952), 119-120, 151, 159, 164,
171; Daggett. Railway Reorganization, 319, 327; ,4nnual Report of the Governor of New
Mexico for 1889, 456; for 1898, 650; for 1900, 166; for 1901, 149-150; for 1902, 143-144;
for 1903, 361; for 1906, 91; Annual Report of the Governor of Arizona for 1900, 82; for
1901, 107-108.
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croft with 26 miles of standard gauge main line, grades as
steep as 5.2 % and curves as sharp as 3'0 degrees. Out from
Cloudcroft there were 9 miles of. narrow gauge branches up
the canyons of the Sacramento Mountains. The Rock Island
was also expanding; in 1903 it extended its MemphisAmarillo line through to Tucumcari and provided through
service from the Mississippi River to the EP&NE.
The El Paso and Northeastern was in ~'uch poor shape
financially that shortly a sale, was forced. It fell into the
hands of Phelps Dodge, who owned the coal fields at Dawson
and wished to control the carrier going toward it's Douglas
smelter. It promptly changed the junction point with the
Rock Island from Santa Rosa east to Tucumcari, where the
Dawson bran~h diverged. It merged the EP&NE into the El
Paso and Southwestern.. Much of the new acquisition had to
be rebuilt because, as financier James wrote in 1905, "When
we took over the management, the ties were hanging over
the banks and the rails were all out of shape."43
In 1911-1912 Phelps Dodge built a western extension 65
miles from Fairbank to Tucson. Starting with a 30-mile spur,
the needs of its copper business and the attitude at times of
other carriers had forced it to create an international railroad system, in 1911 containing 1,217 miles of total route.
The final expansion of the EP&SW came when Phelps Dodge
in 1921 purchased the Arizona Copper Company and its subsidiary, the Arizona and New Mexico Railroad. Though the
chief traffic of the consolidated railroad was the products of
rhines, it hauled a variety of commodities.' In 1923" for ex- '
ample, 15 % of its tonnage came from products of agriculture;
chief among these were California fruits ftnd vegetables
carried through from the Southern Pacific connection at
Tucson to the junction with the Rock Island at Tucumcari.
A California extension of the El Paso and Southwestern
in 1923 was a distinct possibility. Certain'individuals closely
connected with Phelps Dodge bought land in Phoenix and
Los Angeles which would make excellent terminal facilities.
Their activities alarmed the Southern Pacific, which began
considering the merits of buying the EP&SW. By its line to
,43. Cleland, op. cit., 149.
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Tucumcari the smaller company furnished much faster service from southern California to Kansa~ and Illinois than did
any other SP connection. Between EI Paso and Tucson, there
were attractive possibilities of securing a better balance of
traffic. The SP had an excess of 90,362,000 gross-ton miles
eastbound and the EP&SW an overage of 70,335,000 westbound, making a total of 160,697,000; if the two were merged,
this would be reduced to 20,027,000 and the annual savings
in train operating costs would be $662,000. General economies in operation and administration would amount to $1,487,860 a year more. If the SP remained separate, it would
soon have to double-track its line east of Tucson to carry the
traffic; if it merged, instead of double-tracking it could use
the EP&SW as a second main line. This would save maintenance and amortization of building costs totaling annually
$1,954,100. In all, consolidation would save $3,439,950, the
Southern Pacific figured.
' .
It arranged the merger; it secured the approval oi-the
Interstate Commerce Commission; for there was little, if
any, opposition, and on October 31, 1924, assumed control
of the property. For the EI Paso and Southwestern system,
including the Nacozari Railroad, the Southern Pacific paid
Phelps Dodge nearly $64,000,000 in stock, bonds and cash. 44
In 1926 the SP placed Phoehixori the main stem, rather than
at the end of a stub from Maricopa; partly by construction
~nd partly by using existing trackage it 'created a'loop from
Picacho, 46 miles northwest of Tucson, to Welton, 37 miles
east of Yuma. The new route, when combined with the'former
EP&SW, gave the Southern Pacific a second main line from
EI Paso to within 37 miles of Yuma, except for 46 miles of
joint, single track northwest of Tucson.
'
A New Mexico railroad venture on a much smaller scale
ran from Santa Fe, crossed the Belen cutoff at Willard and
44. One of the leaders in Phelps Dodge, Arthur Curtiss James, aIso held much stock
in the Western Pacific. When in the late 1920's it aunounced plans to throw a long
branch down California's San Joaquin Valley and another northward to connect with
the Great Northern for a through line into Portland, there were some who thought James
was again using the scare technique, so effective with the EP&SW, to force the Southern
Pacific to buy its competitor. If so, the plan failed. The Western Pacific actually did
build the northern extension, but not the southern.
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made connections with the EP&SW at Torrance, 116 miles,45
There were dreams of a connecting link from Moriarity to
Albuquerque, but only 8 miles of the 45 were ever built, as
well as extensions to EI Paso, to Roswell and to the mines at
San Pedro. The venture was incorporated in 1900 as the
Santa Fe Central, with a subsidiary called the Albuquerque
Eastern. It was actually built by a construction company and
opened for business in 1903. No great volume of local traffic
developed and the line never handled much through business
,except some Colorado-EI Paso cars during the federal control
of the First World War. Financial difficulties were long continued. A fiscal reorganization in 1908 put the track under
the control of a new company, the New Mexico Central Railroad, which went bankrupt in 1910 and finally left the hands
of the receiver in 1918 with its corporate title changed from
"railroad" to "railway." None of these three companies ever
paid any dividends or interest on their bonded indebtedness.
Most years there were deficits: for example, $77,779.11 in
1924 and $78,856.89 in 1925.
In 1926 the Santa Fe purchased the NeiW Mexico Central.
It believed the ownership by such a large company would
pI:oduce some economies. It thought to increase traffic by such
devices as sending 8 or 10 carloads of coal daily over the line
to its Pecos Division at a savings of 90 miles over the previous
routing. Two years later the AT&SF was ready to chop off
some of its purchase. It discarded the 22-mile line direct from
Santa Fe to Kennedy, as it could send cars via Lamy, 27 miles.
It cut the route from Willard to a connection with the
Southern Pacific 36 miles away at Torrance for three
reasons: the average annual tonnage over the segment from
1922 through 1926 was only 9,477 tons; the local timber
traffic had never developed as anticipated; and the track was
in very poor condition. In approving these abandonments,
the Interstate Corrimerce Commission made a gesture toward
maintaining competitionby authorizing the Southern -Pacific
to make sO:rne kind of arrangement for through service over
45. 106 ICC 435; III ICC 468'; 145 ICC 241; Annual Repart of the Governor of
New Mexico for 1904, 449; Marshall, op. cit.• 436-438.
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the entire Torrance-Santa' Fe line, but the SP was not
interested.
,
The St. Louis Rocky Mountain and Pacific was incorporated in 1905.46 In the next two years it built 105 miles of
line, the main one from Des Moines to Ute Park and the
branches from Clifton House to Raton and Koehler Jet. to
Koehler.' Reportedly this railroad caused a "remarkable development" in the coal fields of Colfax County. The company's
stock was all bought in 1915 by the AT&SF, which two years
later leased the line and absorbed operations into its main
system. In the same general area another independent railroad arose, the Santa Fe Raton and Eastern. 47 To service coal
mines and an ice-produci'ng lake, it builtIn 1905 about 9
miles of track from Raton to Carisbrooke, Yankee and
Sugarite. It talked of an extension to Woodward, Oklahoma,
but never accomplished it. The financier of the line was E. D.
Shephard and Co. of New York City, who owned one of the _
coal mines served. Eventually all of Shephard's New Mexico
operations went bankrupt and were purchased in 1924 by a
coal mining subsidiary ofthe Santa Fe. TheSFR&E was then
turned over to the parent company.
The AT&SF was also expanding in Arizona. 48 It built in
'1902-1904, through a subs'idiarynamed the Bradshaw Mountain Railway, from Mayer to Crown King-, 29 iniles. The last
13 miles, -Middleton to Crown King" was speculative as the
mining area had once been quite 'active ; indeed one mine between 1870 and 1896 paid $600,000 in dividends, but at the
time of construction only the dumps were qeing wor,ked.The
line crossed deep canyons on 19 wooden trestles, climbed
grades as steep as 3.5 % and wound around on 9 switchbacks,
on which the maximum train was one engine and five cars.
The expected mineral revival never came and, probably the
13 miles had been a mistake from the start. It was abandoned
in 1926. The Santa Fe in 1905 purchased the bankrupt Ari~ona and Utah Railroad, running from McConnico to Chlo46. 127 ICC 104, 340; Annual Report of the Governor of New Mexico for 1907,
593 ; Marshall. op. cit.; 432-435.
.
47. 86 ICC 409,; 108 ICC 221; Annual Report of ,the Governor of New Mexico for
1907,594; Marshall, -op. cit., 436-437.
48. 105 ICC 605; 108 ICC 712 ; 127 ICC 350, 354.
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ride. Another AT&SF venture was a 38-mile branch from
Cedar Glen on, the "Pea Vine", to Clarkdale. Built in 19111913 under the charter of the Verde Valley Railway, the line
cost $1,329,983.24 to construct. $1,300,000 of this was advanced by the United Verde Copper Company and was repaid" with interest at 4%, on the basis of a certain amount
for each ton of freight hauled over the line. At this time the,
copper company abandoned its own United Verde and Pacific.
In partial replacement it built the Verde Tunnel and Smelter
Railroad over 4 % grades from the Santa Fe branch at Clarkdale-n miles to Jerome. The VT&S was abandoned in 1953,
but the AT&SF spur is still operated.
The Santa Fe secured authority from the Interstate Commerce Commission in 1927 to build its branch from Beardsley, Arizona, to Litchfield; in 1938 for a 6-mile line from
Ennis; and in 1939 for a 10-mile spur from Loving, New
Mexico. The first two served maturing farm areas and the
other a potash deposit. 49 Four New Mexico branch~s which
the AT&SF contemplated, but never built, were a 13-mile
stub to the mines at Cowles, a spur'from Engel to mines at
Chloride, a line to Farmington and a track from Lubbock,
Texas, to Roswell.
A more ambitious Santa Fe project was the so-called Colmor cutoff. 50 Its origins lay in engineer Robinson's report of
1877 that the most feasible route for the then propose~ main
track was, from Dodge City southwest to Wagon Mound,
skirting much of the mountain area. Instead of following
this recommendation, the AT&SF used Raton Pass. Much
later it began to build along the alternate line, in 1913 from
.Dodge City to Elkhart, Kansas, and in 1925 from E~khart to
Felt, Oklahoma. In 1930 it received Interstate Commerce
Commission approval to complete the project from Felt to
the old main line at Colmor, New Mexico, nort~east 60 miles
, from Las Vegas and 15/from Wagon Mound. This would form
a new main line from Dodge City to Colmor, 228 miles long
with a maximum grade of "1 %, as compared with the old one
49.
50.

124 ICC 569 ; 224 ICC 433 ; 236 ICC 319;
162 ICC 477; 175 ICC 464; Railway Age, CXXX (1942),383,458,855; Waters.
op..cit., 375, The WPB had plans for seizing other lines also for their rails, but actually
did little.
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over Raton, 357 ruiles long with a m;:tximum grade of 3.5%
westbound and 3.3 % eastbound. It would form a more direct
AT&SF route for Raton coal to Kansas, Oklahoma and
northern Texas, especially as it would intersect the Santa
Fe's new line building from Las Animas, Colorado, to Ama":
rillo, Texas. It also would open up to adequate transportation
a local area which the AT&SF optimistically told the ICC
was quite suitable for agriculture. Construction began at the
stllrt of the depression, which perhaps was the deciping factor
in leasing 17 miles of the Colorado and Southern main line
between Clayton and Mt. Dora rather than building parallel.
In 1931 the tracks reached Farley, 225 miles from Dodge
City and there they stopped. Rumors were that there was
sharp disagreement among top management about the cu'toff,
but if so it was not made public. Skeptics elsewhere doubted
the need for the line, as passengers liked the scenery at Raton
and the grades for freight on the Belen cutoff were better
than west of Colmor in the Glorieta Pass. At any rate; no
more was built. In 1942 the Santa Fe applied to the ICC to·
abandon the trackage from Boise City to Felt and Farley, 96
miles, because there was such a wartime shortage- of rails
that they could be put to better use elsewhere on the company's system; To this local residents protested and an ICG
hearing was to be held. Before the date set, the War Production Board - intervened-without~warningand-abruptly
requisitioned the rails. To the astounded railroad and local
communities the WPB calmly:explained that the armed
service heeded the track more than they did. Much later it
developed that part or all of the material was used on a military line from the Persian Gulf north toward Russia. After
the war, the Santa Fe did not make any effort to rebuild the
line or to revive the Colmor cutoff plan.
Another major southwestern railroad project was from
the mines in Cochise County, Arizona, through the New Mexico coal field to Durango, Colorado.,51 There was talk in 1901
of the Colorado and Gulf undertaking such a venture; more
51. A-nnual Report of the Governor of New Merico for 1901, 151; for 1907, 91;
"From Trail to Rail,"loc. cit" 13 (Nov.).
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concrete, the next year the Southern Pacific incorporated a
subsidiary named the Arizona and Colorado Company to execute the project. The A&C actually did build in 1902 from
Cochise to Pearce, 16 miles, serving the Commonwealth mine
there; in 1909 it constructed extensions from Pearce to Gleeson, 19 miles and also from Kelton 24 miles on the way to
Naco. It completed by 1906'surveys for a line from Durango
to Morenci, but did nothing further. Perhaps this was because
of th~ Panic of 1907; perhaps because others shared the
privately expressed view of Santa Fe President E. P. Ripley
that it was "a rather foolish project."
Another Southern Pacific venture was a. through direct
route from Tucson 66 miles to Nogales. In 1910 it purchased
trackage from Tucson to Sahuarita, which had been constructed in 1906 by the Twin Buttes Railroad Company, and
built southward to Calabasas, connecting there with another
of its branch lines which ran to Nogales. The SP, through its
subsidiary the Arizona'Eastern, also laid down tracks from
Winkelman to Christmas, 7 miles, in 1909; Phoenix to Has:sayampa, 39 miles, in 1910; and Avondale to Litchfield, 5
miles, in 1920. A somewhat related project was the Yuma
Valley Railroad, built in 1914.,.1915 by the United States
Bureau of Reclamat~on to aid in the construction and maintenance of the Colorado River levee south of Yuma 20 miles
to, the Arizona-Mexico' international boundary. As farmers
began occupying the area and growing farm products, the
Southern Pacific acquired running rights in 1935 over the
line from Yuma to Somerton, 18 miles.
,
The Denver and Rio Grande Western Railroad in 1905
built a standard gauge line from Durango 50 miles to Farmington. The only connection was with the D&RGW narrowgauge trackage at Durango, but there was at the time talk
of other companies entering the general area. None did and
the branch was narrowed to slim gauge in 1923.
Gradua,lly various small short line railroad companies
~ppeared in the Southwest. In 1882 the Santa Fe had built
a branch froni San Antonio, New Mexico; 10 miles to Carthage, but abandoned i~ in 1896. In 1904 the Carthage Fuel
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Company ran its New Mexico Midland Railway between the
same places; the line hauled coal almost exclusively.52 Also
in 1904. the Impefial Copper Company built the Arizona
. Southern trackage from Red Rock 22 miles to Silverbell ; here
again the mine.provided virtually all the traffic. In 1915 both
the mine and the railroad were sold to Lee Goldschmidt. 53 The
Burns and Briggs Lumber Company at least as early as 1909
completed its Denver and Southwestern from Lumberton to
El Vado, New Mexico, 38 miles. The Ray Consolidated Copper Company in 1909-1910 constructed the Ray and Gila
Valley Railroad in two separate segments, Ray Jct. to Ray,
7 miles and Hayden Jct. to Hayden, 3 miles. 54 In those same
years the Arizona and Swansea was laid down from BousE!.
Arizona, 21 miles to the copper mines at Swansea. 55 The
Apache Railroad, Holbrook to McNary, 76 miles, was incor. porated in 1917 by the lumber company jt was to serve.
Phelps Dodge built the Tucson Cornelia and Gila Bend Rail.;.
road in 1915-1916 from Gila Bend the 44 miles to their mine
at Ajo. The miners' did not include this property in the s,ale
of their other railroad interests to the Southern Pacific and
still have it today. 56 The Magma Arizona Railroad was owned
by the copper mine it served. It was laid down from Magma
to Superior, 28 miles, as a narrow gauge in 1915, but. was
converted in 1923 to standard gauge. From the Santa Fe Railway to Hagen, 13 miles, the Hagen Company in 1921 built
a' private branch to serve its coal mines. In 1924, although
77% of the traffic anticipated would be coal, it converted this
line into a common carrier for general public use, named the
Rio Grande·Eastern Railroad. 57 The Cimarron and Northwestern Railroad was built in 1907 from Cimarron the 22
miles to PonilPark. Its traffic was 90% timber. As the forest
was cut away, there was nothing else to haul and 14 miles.of
the line was abandoned in 1924; the rest in 1930.
Another independent venture, whose history is quite
complicated, was the line from Bernalillo northwest about 50
I

52.
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miles. 58 The Santa Fe Northwestern was built 26 miles to
San Ysidro, for the purpose of hauling logs from the woods
to the lumber mill at Bernalillo. It was owned first by the
White Pine Lumber Company and later by its successor, the
New Mexico Timber Company. There were plans to build
further northwest to Cuba, 35 miles. The project was under- .
taken by the Cuba Extension Railroad, which leased rails and
certain other materials from the Santa Fe Railway, and was
pressed forward 24 miles. The Cuba Extension went bankrupt in 1927 and was sold to the Banta Fe Northern, which
went bankrupt in 1928 and was sold to the Santa Fe San Juan
and Northern, which also went bankrupt. The'SFSJ&N was
at first run only as a private line of the San Juan Coal and
Coke Company, but after the receivership it served as a commoncarrier. The traffic was almost all coal, originating at
La Ventana. Between 1929 and 1933 there were various
washouts anQ. how much the railroad was operated after that
is not clear. In 1939 the receiver proposed to sell the property
again, but then the Santa Fe stepped in, repossessed the rails
and ended the line's existence. All during these developments
the Santa Fe Northwestern continued to operate and was
even extended slightly. It handled coal from the SFSJ&N and
originated lumber on its own line; it hauled little else. In
May 1941 a big washout of three miles of SFNW tracks did
$90,000 worth of damages. The timber company experimented with hauling iogs in trucks over the highway, found
it cheaper and abandoned the Santa Fe Northwestern.
'.
The Denver and Rio Grande in 1914. built a narrow gauge
branch from Taos Jet. 16 miles to La Madera. The lumber
company there advanced the cost of the line, except for rails
and fastenings, and was gradually repaid from revenue
earned by the branch. It closed its mill in 1927 and the line
was abandoned in 1930. 59
Two major new railroads proposed to build in New Mexico and Arizona in 1923, but neither could convince the Interstate Commerce Commission it should authorize construction.
One project of 1,240 miles was the Staley System of Electri,
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fled Railway.60 The main stem was to run from the Gulf of
California to the Colorado-Utah boundary, 66 milesin Mexico
and 745 in the United States. Branches were to go to southern
California; to Phoenix, Tucson, Benson and Winkelman in
Arizona; and to Durango in Colorado. On the Gulf of California the company would create its own port, large enough
to handle 15,000-ton vessels, and operate its own steamship
line. The standard gauge railroad was to be powered by electricity, which the Staley group thought would bring much
lower operating costs than did the ICC experts. The entire .
project was to beflnanced through the sale of stock, as the
charter would forbid ever mortgaging the line to bondholders
or bankers. The employees must be non-union, but would
receive 10% higher than the union wage scale and also half
the profits over 8 %. This unique application to build was
turned down by the ICC because the estimates of revenue to
be earned were excessive when compared with the Los Angeles and Salt Lake (then quasi-independent but now part
of the Union Pacific) or the EP&SW; the assumptions of
population increase and industrial expansion were not warranted; and the visions of greatly increased coal production
providing the backbone of the traffic were grossly optimistic.
The other proposal for ::J. great new southwestern system
was that of the Colorado Columbus and Mexico Railroad. 61
The main line was to go from Farmington through Reserve,
Tyrone, Deming and Columbus, Ne;w Mexico, to Durango,
old Mexico. Various branches were eventually to reach Fruitland, Gallup, Springerviile, Ft. Bayard, EI Paso, Mazatlan
and Guadalajara. The company, incorporated in 1905, had
surveyed one-third of its route and made cost estimates before the First World War; these were not revised to meet
the new conditions of the 1920's. It said it had available all
the money necessary to build its lines, but declined to state
de~ails. The ICC was not impressed with the company's
presentation of reasons why construction should be authorized. The commission thought that the estimates of coal and
mineral traffic were excessive, especially as the coal had such
60.
61.

82 ICC 820 ; Railway Age, LXXV (i923). 392.
86 ICC 18 ; Railway Age. LXXV (1923), 555.
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small commercial ,possibilities ; that the visions o~ a heavy
lumber traffic were quite speculative, as, all the timber was
in a national forest; and that in the mountainous area south
of the Santa F~ main line very little local traffic was available.
It pointed out that the outdated cost estimates would have
to be increased at least 50%; that a survey showed in the San
Juan basin 90% of the traffic would originate north of Farmington and flow to California; and that the southern part of
New Mexico was already quite adequately served by railroads. The commission concluded that the CC&M had no
particular value as a through route and denied its application.
A more attractive project was a line for Lea County, New
Mexico. 62 It was launched by the Texas and Pacific through
its subsidiary, the Texas-New Mexico Railway, which still
today operates in quasi-independence. The T-NM was built
in 1928 from the T&P main line at Monahans 34 miles north
into a new oil' field in Winkler County, Texas. When the oil'
field grew into New Mexico, the T-NM asked to do so too.
While petroleum was the chief attraction, it told the Interstate Commerce Commission, it expected considerable busi;ness from the vigorous livestock industry there and hoped
for notable expansion in the area's truck gardening, dairying
and farming. Its application for the new line encountered
opposition from the, Santa Fe. The AT&SF proposed itself
to serve the Lea County area by an e~tension of its LubbockSeagraves branch. To secure the maximum railroad development that was economically reasonable, the ICC approved
of all the T-NM proposal and part of the Santa Fe's. It authorized the Texas-New Mexico to extend into Lovington, making the line in all 113 miles long. It gave permission for the
Santa Fe to build to Lovington, but would, not allow further
construction south. The T-NM promptly laid down its line;
the AT&SF, perhaps because this was at the start of the
1930's depression, never constructed its extension.
The depression years saw no other proposals to build, but
several to abandon lines no longer profitable. 63 Because the
mines
they had been built to serve were exhausted, the Ari.
,
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zona Southern, New Mexico Midland and Burro Mountain
. railroads were all abandoned. The Southern Pacific cut off
31 miles from Deming to Hermanas, which had mostly
handled through traffic from the Burro Mountain trackage
to Douglas; the 72 miles of the Douglas-Cochise line and its
.spurs; the 4 miles from Amster J ct. to Amster; the 38 miles
from Hachita to ~ordsburg; and the 5 miles of the Jarilla
branch. The Santa Fe scrapped 4 miles south from Blue Bell ;
13 miles from Nutt to Lake Valley; 3 niiles from Carisbrooke
to Yankee; and 4 miles from Swastika to B"rilliant. It eliminated the stretch from Dillon 45 miles to Des Moines;
although the mines could still be operated, the steady encroachment of oil and gas in the Texas panhandle had nearly
eliminated the market for coal. The Arizona and Swansea
had closed down when mining operations were suspended
in 1930; when they resumed in 1937, it proved more economical to haul by truck and the .railroad was discarded.
More than just mineral trackage was abandoned in the
1930's.64 The Santa Fe eliminated five miles of its branch
from Las Vegas to Hot Springs, as the resort Montezuma
Hotel had closed in 1913 and the ice harvesting, begun in
1880, stopped in 1937 because of intense competition. It cut
in 1939 the 5-mile segment from Kennedy to Stanley, as very
little traffic originated locally, and in 1943 pruned back 13
miles further to Moriarty. The Southern Pacific cast off 17
miles from Maricopa toward Phoenix, as the local traffi<; was
negligible and through cars for the capital city now went
over the main line opened in 1926. On the Benson-Nogales
line it clipped off 13 miles from Calabasas, which had always
been 'subject to high water and in 1929 suffered $30,000 in
flood damages. Its other line easily handled the BensonTucson through traffic.
By 1941 a long steady decline in traffic finally forced the
Denver and Rio Grande Western to abandon its 125 miles of
narrow gauge from San Antonito to Santa Fe. 65 This branch
had long borne the nickname of the "Chili line." Reportedly
in the early days whenever the train of parlor car and coaches
64.

170 ICC 237; 202 ICC 701; 221 ICC 449; 233 ICC 147.
344 ICC 60; Railway Age, eXI (1941).350; New Mexico: A Guide (New York,
1947),414."
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made the stop for lunch at a station cafe, the large number
of Mexican riders always ordered chili. One of the conductors
when he was supposed to call "30 minutes for lunch," instead
always aimounced "chili stop" and thus got the name started.
By the 1930's there was only· a daily mixed train for both
passengers and freight. On it one day the engineer gave such
a big sneeze that his false teeth flew out the window. Quickly
he stopped and backed up, but the crew and passengers
searched for a considerable. time before finding the dentures:
Less easy to solve were the other problems of the branch.
Livestock traffic, once large in volume, had declined .sharply,
in part because of poor equipment and the company's inability to furnish sufficient cars when needed. What little
timber remained adjacent to the tracks was ·now hauled by
truck. High-value items, such as automobiles, were seldom
carried because shippers feared the possibilities of damage
when transfer was made from standard to narrow gauge
cars. When the ICC approved the abandonment, Senator
Johnson of Colorado tried to get a Congressional investigation; he failed.
During the Second World War the Santa Fe eliminated
its 48 miles from Preston to Koehler and Ute Park. The SP
pulled up its track from Carrizozo to Capitan, 22 miles, and
in 1947 discarded the tracks from Alamogordo t,o Cloudcroft
and Russia, 33 miles.
In 1954 the San Manuel Railroad was bu.ilt by the mining
company it serves from WInkelman the 20 miles to the new
copper mine at San Manuel, Arizona.
From time to time over the years there was discussion
about railroad rates. The Atlantic and Pacific redl,1ced its
passenger fare from 8¢ a mile to 6¢ in 1885 and the next year
the Santa Fe cut its own from 6¢ to 4¢.66 Freight rates too
caused comment; on July 31, 1885, the Prescott Weekly
Courier complained, "It begins to look as if the Atchison &
A. P. railroad companies are taking lessons in cinching people
from the Southern Pacific people."
The first important step locally in the regulation of rates
66. Prescott Weekly Courier, May 15, 1885; Annual Report of the Governor of
New Mexico for 1886, 876.
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came in 1909 when the Territory of Arizona created a railroad commission. It lacked power to enforce its rulings, but
could argue with the railroads and, if needful, could complain
to the Interstate Commerce Commission. 67 The first year it
obtained reductions of 8%"-32% on local freight from practically every carrier in the Territory. It secured cuts of 25%30 % on goods moving from El Paso into Arizona. The EI
Paso and Southwestern also' promised to eliminate certain
discriminatory rates, such as the one favoring El Paso fruit
at Bisbee. The next year the Santa Fe lowered its local Arizona rates by 10% and slashed charges from San Francisco
and Los Angeles to Arizona stations by 13%. With the coming
of statehood, local regulation by means more effective than
persuasion became possible.
Long distance rates came under the control of the Interstate Commerce Commission. It had to consider complicated
situations, as when it approved the western railroads charg-,
ing less per mile for citrus fruits than Florida or Texas lines
in order that all fruit could sell at the same price in the Midwest and East. In 1909 it established for transcontinental
rates a system of zones which is still in effect. 68 Rates were between broad zones rather than specific towns and placed competitors on the same footing over a large area. Thus they
enabled all farmers in a large western growing region ,to pay
the 'same charges in_shipping to a sizable eastern market district. In the same way they made for equality among eastern
manufacturers, dealing with western purchasers. For eastbound commodity rates, generally speaking, about threequarters of the State of California was in one zone; Ari~ona,
Nevada, Utah (west of Ogden), New,Mexico (west of Albuquerque-and EI" Pa§o) and the rest of California we~e in the
second. 69 But there have been exceptions ;,for·example, fresh·
67: Annual RepoTt of the Govern<>r of Arizona for 1909, 544; for 1910, 330; for
1911, 576. In 1911 the SP refused the commission's request to stop using Pacific Time
for operations in Arizona when everybody else in the State used Mountain Time.
68. Stuart Daggett and J. P. Carter, The Structure of Transcontinental Railroad
Rates (Berkeley, 1947), passim.; Daggett, Southern Pacific, 275-292.
69. There are two types of transcontinental railroad rates, class and commodity.
Class rates contain lists of almost every conceivable commodity, specifically describing
it and assigning it a classification. For each classification there are rates, or a combination of them, to and from each station in the United States. Although it may take considerable looking, a correct class rate can always be worked out. Commodity rates are
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fruits, lettuce and vegetables from California and Arizona for
years took the same rate, but in 1936 the ICC changed the
charge from the Phoenix district to 90 % of that from California. Westbound commodity rates generally included-in one
zone California, Arizona, 'Oregon, Washington, Utah, Idaho,
Montana, Nevada and most of New Mexico. Before 1909 this
,had not beeh so, for the charge from eastern points to some
Pacific Coast cities was less than from those same eastern
points to intermountain towns. This unfairness'the ICC tried
to stop through its 1909 system of zones, and by the time
of the First World War, it succeeded in eliminating the
inequities.
'
Railroad taxes occasionally caused controversy. The most
prolonged was over the ,clause in the Atlantic and Pacific's
1866 federal charter exempting its right-of-way from taxes
in the Territories. The precise meaning of the wording was
not clear, so for many years the company compromised with
the counties on the taxes it would pay. ,This irritated other
taxpayers; Hoof and Horn characterized it as "blackmail"
and wondered if a railway could negotiate its taxes why
others couldn't too. The question of interpretation was
carried to the United States Supreme Court. The justices
ruled that the right-of-way, to a' width of 100 'feet on either
side of the track and the things ~n 'it (such as rails) were
exempt, but rolling stock, tools, office equipment and other
"personal property" were taxable. 70 So the matter remained
until New Mexico and Arizona became states.
The only railroad to earn a land grant in the states of
New Mexico and Arizona was the Atlantic and, Pacific, which I
in 1897 transferred it to the Santa FeY The 13,413,272 acres
were suitable only for grazing, except in, the ve'ry-'fewareas'
that' coul<;l 'be' irrigated:' Before the-turn of the century the
railroad found few purchasers. It turned in the early 1900's
to trading its land within the boundaries of national forests
defined by Daggett and Carter, op. cit., 24, as '-specialized rates developed to cover moyements of individual commodities or groups of .commodities between particular stations
or groups of stations." They are usually, but not always, lower than class rates., Today
comparatively little western traffic moves on class rates, but mostly takes commodity
rates.
70, Hoof and Horn, December 20,1888; 172 US 171.
71. Greever, op., cit., passim.
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and Indian reservations to the national government, which
issued so-called lieu rights good elsewhere on the public domain; these the company sold. It gradually persuaded local
ranchers to lease its land, protecting them with an excellent
system of tenure. The Santa Fe sold. most of its grazing lands
in the boom periods of the First and Second World Wars.
Greatly to its credit, it refused to locate eager farmers in its
arid area unless a dependable source of water was available
and it never conducted a colonization campaign for its lands.
Sales efforts began in 1880, but not till 1956 was the task
accomplished and the land department closed. .
As a labor force, the A&P and Santa Feat first used only
Irish on the tracks, but gradually turned also to Mexicans.
In -1881 the Atlantic and Pacific was paying track-layers and
graders $2.25 a day, while spikers and iron men got $2.50.
The two roads started quite early to use Indians, especially
Apaches, Navahos and Mojaves. They excelled' as shovelersand at the start, when there wa1?a wreck, as thieves. At first
they refused to wear any clothes, which embarrassed some
of the passengers. Eventually many of the red men were
trained by the railroad to work in the Albuquerque shops.
To care for their employees, the major southwestern railroads early provided company medical service. In 1884 the
Santa Fe opened the first of its 'hospitals, at Las'Vegas. Occasional labor disputes arose. For example" in 1893 shopmen became irritated when the Santa Fe failed to' match
wage increases given by other 'railroads. When negotiations
dragged, the workers twice walked off their jobs for a total
of 23 days but eventually won most of their demands. In 1922
a brief wildcat strike of train service .employees on the
AT&SFstaIled 19 trains with 1,721 passengers between Albuquerque and N eedles~ 72
'
The passenger service offered by the main lines improved
in quality over the years. The first major named train on the
Santa Fe was the California :Limited, established in 1892;
"it,was supreme on theAT&SF until the coming of the Chief
in 1926 a1,1d the Super-Chief in 1936. Other Santa Fe trains,
72, Waters, op. cit.• 294-296, 318-320, 327; Marshall, op. cit., 168; Railway Age,
,LXXIII (1920); 345.

RAILWAY DEVELOPMENT

201

in service at various times, have been the Scout, the Missionary, the Navajo, the Hopi, the Santa Fe .DeLuxe, the Grand
Canyon, EI Tovar and EI Capitan. The AT&SF has always
hauled the major mail train from the east-to southern California. The Southern' Pacific's most important'Chicago-Los
Angeles train has always been the Golden State,established
in 1902 and supplElmented from time to time by the Californian, the Apache and the Imperial. The major New Orleans service has been on the Sunset Limited, aided at first by
the Sunset Express and in later years by the Argonaut.
Speed has steadilY increased on all routes; perhaps the greatest acceleration came with the introduction of streamlined
trains in the later 1930's. The first schedule westbound from
Albuquerque to Los Angeles, for example, was 35 hours ; in
1904 the fastest train was 28% hours; 1924, 281,4 hours;
1938, 17 hours, 20 minutes; and 1956, ~6 hours, 5 minutes.
Probably the most important contribution to the comfort of
. passengers was the advent of air-condition~d cars in the
middle 1930's.
Santa Fe passenger service had a valuable ally in Fred
Harvey.73 At appropriate intervals trains stopped for 30 min:utes while patrons ate at the Har,vey House. With strict
.standards of quality, cleanliness and service, Harvey was a
culinary missionary in a frontier wilderness of badly cooked
food, sloppily served in unappetizing surroundings. In the
early days his establishments were incomparably better than
rivals in the area; gradually standards improved until at
present others are his equal. At the maximum, there were
Fred Harvey dining rooms at Kingman, Peach Springs, Holbrook, Belen, Roswell, San Marcial, Rincon, Deming and.EI
Paso. There were both hotels and dining rooms at Needles,
Ash Fork, Grand .Canyon, Williams, WInslow, Gal!up, Albuquerque, Lamy, Santa Fe, Las Vegas, Hot Springs, Raton,
Trinidad, Vaughn and Clovis. During the train schedule
acceleration of the 1930's, the' Santa Fe turned increasingly
73. Waters, op. cit., 174, 261-285; Marshall, op. cit., 97·113, 163. Harvey did not
take over the food service on the A&P until 1887. If historians ever examine the records
of the company,. it will be interesting to find out why Harvey stuck so closely to the rail~
road that the firm did not expand with tne 'growing West to become today a giant of
the hotel and restaurant business.·
..
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to the use of dining cars, Harvey operated. 'There was, however, a revival of the eating houses during the passenger rush
of the Second World'War;-thereafter came a major curtailment of facilities. One of the most famous Harvey Hotels
was the Montezuma, 6 miles north of Las Vegas at Hot
Springs,opened in 1882 as "the Carlsbad of America." For
years wealthy people and nobility flocked to the spa from all
over the world. Gradually styles in resorts changed, patronage declined and in 1913 the hotel had, to be closed. 74 In the
early days the food service of the Southern Pacific was dis-'
tinctly inferior to Fred Harvey's and even yet does not quite
equal i t . '
.
,
At first highways offered no. serious competition to the
southwestern railways, but after the turn of the century
improved roads and the rise of the gasoline engine began to
cause changes; As eariy as 1907 there was an auto bus line
from Torrance ,to .Roswell,75 At first the railways were dis. dainful of the competition, .but by the 1930's they were so
alarmed that they fought back with better service and some
lower rates. The Southern Pacific secured a substantial ~
proportion of the stock in the major bus line paralleling its
rails, the Pacific Greyhound Lines, and the Santa Fe bought a
share in the bus line following its rails, a company which
eventually became a part- of the Trailways 'system. The two
railroads' began operating trucks,c both for intercity service '
and for local pick up and delivery. After;the Second WorId
War, the Santa. Fe tried to start an air line, but federal government opposition prevented. In 1955 a Southern Pacific
. subsidiary buiit a $34,000,000 petroleum pipe line, mostly on
railroad right-of-way, from. El Paso to Los Angeles. 76 In the
mid-1950's the two railways started carrying truck trailers in
"piggyback" service on freight trains.
The southwestern railroads faced their most severe test,
so far, during the Second-World War, when a tremendous
volume of traffic descend'ed on them. Pearl Harbor caught
everyone by surprise, but for the Santa Fe and Southern
74.. In'1920 the building was turned over to the Baptists, who established Montezuma College. It had an enrollment of 75 in 1937 and has since d'isappeared.
75. Annual Report of the Governor of ,New Mezico for 1907, 594.
76; Railway Age, CXXXVIII (1955),8 (Feb. 28).
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Pacific it meant immediately rushing soldiers to prevent any
possibility of a Pacific Coast invasion. ,For several days the
SP put a troop train west every half hour, so clogging its
lines that once an eastbound passenger train, the Argonaut
from Los Angeles, arrived in Tucson 12 hours late. As the
war continued,pressure on the southwestern roads remained
heavy because of the large number of western military establishments and the fighting in the Pacific; compared with
normal peacetime business, the increased traffic load on them
was considerably heavier than on railroads in the east. During the emergency the Santa Fe supplemented its fleet of
steamers by placing in service the nation's first long-distance
diesel freight locomotives. After the war, the most important
change was the shift from the steam engine to the more
economical dieseI.locomotive; by the mid-1950's the Santa Fe
was completely dieselized and the Southern Pacific expected
to become so by the later 1950's.
The railroads of the Southwest originated in the American demand for a transcontinental line and were speculative
enterprises, built"in advance of fraffic. Gradually they became
profitable, lowered their rates and improved their service.
They spread out branches, spawned independent short lines
and battled with rivals. Their facilities helped develop the
area continually. In many counties they still are the, largest
business enterprise carried on within the county. ,The history
of the railroads of New Mexico and Arizona is typical of th~
American Middlewest and West.
'

